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THE TRAFFIC WORLD 


Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N.Y. Rockefeller Bldg., CLEVELAND, O. 
Union Trust Bldg. -» CINCINNATI, OHIO Marine Trust Blidg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobiie 
and Pacific Coast Ports 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Direct Service Baltimore to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to General Offices, or to 


NORTON, LILLY & COMPANY, General Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 



















MISSOURI RIVER FREIGHT RATES BREAK AT | 


ST. JOSEPH, MISSOURI 


Geographically located 4 render Distributors ' 
Distinctive Warehouse and Forwarding Service. 


PERECLFE 





TERMINAL WAREHOUSES OF ST. JOSEPH, INC. 


CAPITAL $400,000 


* MEMBERS AMERICAN W. ASSN., MISSOURI WAREHOUSEMEN’S ASSN., ; 
INTERNATIONAL APPLE SHIPPERS ASSN., U.S. CHAMBER OF COMMERCE 


BOOKLET, FREIGHT RATE DATA UPON REQUEST CORRESPONDENCE SOLIC! TED 
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WASHINGTON CHICAGO 
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CARLOADING & DISTRIBUTING CO. 


WANE BY 
UNITED STATES FREIGHT COMPANY 


“Kf ee 
‘Leis Than Carload Freight Service “ 





THE TEST OF TIME 


Since 1898 the interests now 
affiliated with the Universal 
Carloading & Distributing Co. 
have been engaged in less than 
carload transportation. 


For the last 17 years the 
Universal Carloading & Dis- 
tributing Co. has been an ac- 
knowledged leader in the oper- 
ation of consolidated cars for 
the handling of less than car- 
load freight. 


Today, Universal Freight Serv- 
ice is. the standard of compari- 
son for this phase of transpor- 
tation, offering the shortest 
possible time in transit at the 
lowest possible rates consistent 
with dependable and efficient 
operation. 


SE 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


‘Reduced Freight Rates 
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L. every line of endeavor, sooner 
or later, there emanates a natural leader. A leader in the true sense, 
which others follow and whose standards of practise are of such 
quality as to form a basis with which to compare other values, | 

















Such leadership and prestige is not gained by mere accident, but is 
the result of sincere service rendered to patrons in an intelligent, | 
economical manner. 


Today the Chain of Tidewater Terminals and Allied Inland Ware- | 
houses enjoy the position of leadership in their chosen field. | 


They offer you unequaled facilities for the shipment, storage and 
distribution of merchandise. 





ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE COMPANY 
G. W. Green, V. P. & Gen’l Mar. W. J. BISHOP, Gen’l Mar. 
17 State Street, New York. Seneca & Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’l Mgr. & Treas. 
10 Chestnut Street, Philadelphia 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, Inc. 














J. A. MOORE, Manager Richard D. Jones, Western Traffic Mgr. 
Norfolk, Va. 1646 Transportation Building, Chicago 
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MAINof TIDEWATER TERMINALS, 
and ALLIED INIAMD WAREHOUSES _ 


Y// HARVEY C. MILLER President 
 W.B.MCKINNEY Secretary&Treasurer / 
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Adv. No. 2—Series A 


IS YOUR FACTORY PROPERLY LOCATED 
FOR LOW-COST PRODUCTION 







‘LOW-PRICED FUELS 


The Chesapeake and Ohio Territory produces from 55,000,000 to 60,000,000 
tons of coal annually. This is the highest grade of low and high volatile 
bituminous coal for domestic, steam, by-product, and coking purposes. Indus- 
trial plants and coal users generally know of the superior quality of our 
famous New River, Kanawha, Logan, and Big Sandy-Elkhorn Coals. 











Natural gas is found in West Virginia and Kentucky, and the production 
in the territory adjacent to C&O lines has steadily increased with the opening 
of new fields. Many industries now use this excellent fuel, and a large quantity 
is supplied to outside districts. 









Oil of superior grade is available in the Kentucky and West Virginia area. 
Future development in this field will no doubt add to the importance of this 
fuel for industrial uses. 







The proximity of these fuels to desirable manufacturing centers along the 
Chesapeake and Ohio Railway and the low cost at which they are available 
makes our territory of particular interest to industries whose success depends 
on low cost production. 











Allow us to submit for your consideration complete data about these 
fuels, also about our cheap electric power, raw materials, climate, labor, 
transportation facilities, and other advantages. 








ADDRESS 
INDUSTRIAL DEPARTMENT 


THE CHESAPEAKE AND OHIO RAILWAY 


RICHMOND, VIRGINIA 


*See page 1277, Traffic World, May 25th, 1929. 
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Its 10 to 


Four Type F TR motors (50-hp.) driving 
Type FTR motor (5-hp.) driving a 25.000-bu.-per-hr. conveyors in a grain 
conveyor in a seed and feed plant elevator 


Type FTR motor (5- hp. ) driving a 
45-ton-per-hr conveyor in a chemi- 
cal plant 


Section of a coal conveyor—4 miles long—operated by 
twenty G-E motors 


GENERAL 


' GENERAL ELECTRIC COMPANY, SCHENECTADY, N-_Y- 27 
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It has been almost. universal custom 
to put oversize squirrel-cage motors 
on conveyors to insure the starting 
of their heavy, static-friction loads. 
This solves the problem of starting, 
but as soon as the conveyor is started 
it is “overmotored”. This extensive 
“overmotoring” is costing industry 
hundreds of thousands of dollars in 
higher first cost, expensive control 
equipment, low power-factor, and 
low efficiency. 


To prevent this waste, General Elec- 


tric developed the FTR motor—a 
simple, high-torque, low-starting- 
current, squirrel-cage motor. The 
high-torque rotor winding effects 
easy starting—and when full speed 
is reached, the more efficient run- 
ning winding of the rotor assumes 
the load. 


Consider the savings: smaller motors 
—hence, lower first cost; smaller 
demand charge; less copper in the 
feeder circuits; better power-factor; 
better power rates; less power con- 
sumption; simple, low-cost control. 


As a typical example, the Port 
Richmond Grain Elevator saved 
$100,000 in first cost alone by power- 
ing its conveyors with these motors. 
Learn more about Type FTR motors 
by calling your nearest G-E office. 


ELEC 


SALES OFFICES IN 
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our Conveyors 
- overmotored ! 





General Electric’s FTR motor is a squirrel-cage- 


type motor with one winding near the surface of 
the rotor and another imbedded deeper in the 
rotor. “At start, the choking effect of the deeper 
winding forces most of the current through the 
surface winding. This surface winding has a high 
resistance; hence a high starting and accelerating 
torque results. The combined effect of the two 
windings limits the starting current to a low value. 


As the motor comes up to speed, the choking 
effect of the deeper winding automatically de- 
creases, permitting more and more current to flow 
through it. At full speed, this deeper winding is 
the most activ~ part of the circuit and, being of 
low resistance, enables the motor to perform with 
the high efficiency and close regulation of the 
standard squirrel-cage motors, 


Be sure to have a G-E engineer explain to you, in 
more detail, the advantages of this motor. 
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Motorized Power 


fitted to every need 


200-234 
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Mia sencronsiin 
in Kansas City 
reach 15 million 
people from /Kan- 
sas City at less 
transportation 
cost than from any 
other metropolis 
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INDUSTRIAL COMMITTEE OF THE CHAMBER OF COMMERCE 


KANSAS CITY 


MISSOURI 





I am interested in this industry: 


and I attach the coupon to my letterhead as as- 
surance of my interest, without obligation, of 
course. 





Name 






Address 


a fact story and will be sent without obligation. Kindly 3p 
use the coupon. 





11629 
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Wabash “9 


Red Ball 


fast freight 


service 


FASTER WESTBOUND FREIGHT SERVICE 


NEW YORK CHICAGO 3rd Morning Delivery 

and TO ST. LOUIS 3rc Morning Delivery 

PHILADELPHIA KANSAS CITY 4th Morning Delivery 

E BOSTON CHICAGO 4th Morning Delivery 
and TO ST. LOUIS 4th Morning Delivery 

NEW ENGLAND KANSAS CITY 5th Morning Delivery 


Wabas 


deaemsiSERVING SINCE 1838 ——< 
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CHICAGO HEIGHTS, ILLINOIS 


Ideally Located for Manufacturing Plants, Branch 
Plants, Storage and Distributing Warehouses. 


HE Chicago Heights industrial district offers the best opportunities in the 
Middle West. Land is available at reasonable prices, labor conditions are 
favorable, and transportation service is excellent in all directions. This dis- 
trict is near the coal fields of Illinois and Indiana, and has an abundance of electric 
power for all industrial purposes. 
Chicago Heights has the advantage of Chicago freight rates to and from all parts 
of the country, as well as Chicago switching district freight rates on intra-district 
traffic. 


Located here is a large tract of land especially suitable for an airplane factory. 


The Chicago Heights Terminal Transfer Railroad, serving 84 industries in this dis- 
trict, has direct interchange connections with all railroads entering Chicago Heights. 
Through the Chicago Heights-Chicago switching district it interchanges freight 
with all railroads reaching Chicago. 


P. S. LOTTINVILLE, General Agent 


Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 





BOX FACTORIES AND MILLS 
(CORRUGATED and SOLID FIBRE) 


of the 
CONTAINER CORPORATION 
OF AMERICA 
and MID-WEST BOX COMPANY 


IN OHIO 
TS Ohio group of box factories and mills is 


an important one in our industry. 


PT | Cleveland, on the north, pg: the 7 inal 
“Consistent Quality’’ plants of the Mid-West 

leer inaaier | Box Co. group, merged aa the Container Cor- 
ration of America in 1926, is primarily notable 

AT CLEVELAND .. the fact that it produces 98% of all the 
Mazda Lamp wrappers made in this country. In 
addition however, this factory supplies large 
uantites of quality corrugated containers for 
hio, Michigan, Western New York and West- 


i ern Pennsylvania. 
aa f O | Cincinnati, on the banks of the Ohio, has two 
box factories vane C——— and yen mg 
! uality containers for Ohio, Indiana, Kentucky, 
STRAW MILL ert West Virginia, Virginia, North Caro- 
(=) AT lina, South Carolina and other Southern States. 
CIRCLEVILLE The mill supplies Test Liners and Chipboard for 


MILL AND y containers. 
2 BOX FACTORIES Our mill at Circleville manufactures straw for 


AT CINC corrugating. 

— OTHER FACTORIES AND MILLS 

at Philadelphia (Manayunk), Pa., Fairmont, W. Va., 
Charleston, W. Va., Natick, Mass. and Bridgeport, 

¥ Conn., (except Chicago, Illinois, Anderson, and 
CCN Hm wt Kokomo, Indiana plants previously shown in this 
ES Ly My series). — 

Se — WILL BE FEATURED IN LATER INSERTS 
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We Offer Our Great Expe- 
rience in Designing Special 
Boxes for Difficult Packings 


= great importance of a strong, safe prop- 
erly constructed and reinforced package, so 
strongly emphasized by railroads, has auto- 
matically developed a Research Department 
within our organization of which we are justly 
o~ The work of this department deals with 

ifficult packing and shipping problems of ship- 
pers and solutions that will satisfy customers 
and save them money. The results attained to 
date are to say the least, remarkable. Fragile 
and odd shaped products are now shipped in 
fibreboard boxes and delivered at destination in 
perfect condition—at lower cost. What are your 
—— Write us for the FREE service of our 

esearch Engineers. No obligation at all. See 
COUPON. 








Some Industries Now Using Our 
Solid Fibre or Corrugated Boxes 


Shoes 

Breakfast Foods 

Proprietary 
Remedies 


Spices 

Foods—All Kinds 

Instruments 

Brooms, Brushes, 
Etc. 

Ceramics 

Leather Goods 


Furniture 

Stationery 

Lamps and Shades 

Tobacco—all forms 

Perfumery 

Paints and 
Varnishes 

Automotive 

Glassware 

Insecticides 


Rubber Goods 


Bakery Goods 

Canners 

Building Material 

Sporting Goods 

Books and Maga- 
zines 


Fruit Packing 
Radio Goods 





Pictures 

Vegetable Growers 

Meat Packing 

Dairy Goods 

Soap and Chips and 
ashing Powders 

Matches 


Electrical Goods 
Men’s, Women’s 
and Children’s 
Furnishings 
Millinery 
Confectionery 
Carpets and Rugs 


Doors 

Hardware 

Dry Cell Batteries 

Enamelware 

Filing Cabinets 

Electric Light 
Bulbs 


CONTAINER CORPORATION 


and MID-WEST BOX COMPANY 

111 W. Washington St. 

Six Mills — Twelve Factories — Capacity over 1200 tons per day 
RETURN COUPON: 


ConTaINneR CorPoRATION OF AMERICA 
111 West Washington Street, Chicago 
Gentlemen: Please have one of your experts check our 
present packing and shipping methods—without obligating 
us—for the purpose of reducing our costs if possible. 


Name 
Title 


Address, 


Chicago, Illinois 
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line 
Bex REIGHT bound for the great Northwest and Western Can- 


ada, when routed via the Soo Line, travels to its destination in 


practically a Bee Line, as the map below will show. 


No wonder, then, so many say: For.the fastest, safest delivery 





ROUTE YOUR FREIGHT 
CARE OF THE SOO LINE 


To avoid delay, Cenem for Canadian destinations must be accompanied oy SHIPPERS’ 
ORT D vered te 












EOMONTON § EXP N MADE IN TRIPLICATE. This document must be d rail- 
. road agent at initial — A with the shipment and accompany same to Canadian port of entry. 
SAULT SAINTE MARE 
v. CUVER 
MENOMINEE 
A SEaTrie- MANITOWOR 
‘A FREIGHT SERVICE ; 
MILWAUKEE 
pANO AGENCIES p 
eor' Grand Be re Big 1001 Grand New York, N. Y¥., 1550 Weolworth . ar 
Boston, Mass., 40 Central Indiana Ind. Merchants Bank Omaha, Neb. 725-26 W. 0. W. Bldg. 
murals, Ti isso Treauois Bie. Bids 2 Mo., 723 Walnut 8t. Philadel i i" 20 00 Lecust - Seattle Ww ash ise4 Biuart 
Til, 1680 Bankers B ark Kansas 0., elp! Bice le 
and’ Adams _ . Los 4 Cal., 580 Van Nuys Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Spokane, Wash., 1006 Old ‘Old weet Bank 
Chippewa, Fal Falls, Memphis, "en, Porter eter Bide. Portland, Ore., 3rd and Pine Sts. B 


Cincinnati, O 400 ‘Traction ’ Milwaukee, Wis., 68 East Wisconsin St. Louis, Mo., Railway Exch. Su Wis. 
Bevel 4, 0., "si8Uaion 2 rust Side. mine Minn, Seo Line Bldg, St Poul, Minn, 1118 Merchants Me- Gece ae aetna 
ay - : P a sional Bank ‘ide Winnipeg, Mas., 098-604 Lombard 
wi 4 


ve. 
innea: 
Bldg. 5th at. and Marquette Ave. 
Duluth, Minn., 408 West Superior St. Neenah, is. » 681 Market St. 
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Total Rail Lines 
16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 
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Southern Pacific 
Highways 
Lead to the 
Main Streets 
of All America 


FROM TRAIL TO RAIL 


A History of Southern Pacific 


of the car a wash-room conveniently 
fitted up. 

“The entire car is carpeted with brus- 
sels carpet and, as above stated, has an 


(Continued from June 8th issue) 
CHAPTER XXIV 


Palace Sleeping Cars—Description of a 
Trip in One—Early Timetable and 
Freight and Passenger Tariffs. 

Until July 1, 1883, the 
Central Pacific Company 
operated its own sleeping 
cars. On that day an 
agreement was made 
transferring the Palace 
Sleepers to the Pullman 
Palace Car Company, 
which has provided equipment ever since. 

The Sacramento Union of June 4, 1869, 
heralding the arrival at Sacramento of 
the first Silver Palace Sleeping Car, gives 
a detailed description 
of it. 

“It is slightly wider 
than the ordinary pas- 
senger cars, and, in 
passing . through the 
snow sheds of _ the 
mountains, rubbed the 
timbers occasionally. 
Entering one of the 
doors, the visitor walks 
into the drawing room, 
which is handsomely 
furnished. The wood- 
work is walnut and 
bird’s-eye maple. 


~Red Silk Upholstering 


“Next to the drawing 
room is a room contain- 
ing two beds, double 
and single. Then comes 
a department with 
seats, which at first 
glance appear to be ar- 
ranged as in an ordi- 
hary passenger coach, 
except, perhaps’. that 
they are further apart. These are up- 
holstered in red silk plush, and are ar- 
ranged in such a manner that two of 
them, when occasion arises, form a lux- 
urious berth, wide enough to accommo- 
date two. Other berths are so con- 
structed that they can be held in posi- 
tion against the roofs and sides of the 
car by springs when not required for 
sleeping purposes, and, when so held in 
position, their presence can scarcely be 
detected. 

“The backs of the seats and the wood- 
work generally are silver-mounted. Along 
the sides of the car about eight feet 
apart are looking glasses, and, in a little 
recess, small lamps for the convenience 
of passengers desirous of reading while 
lying in their berths. Several fine lamps 
suspended from the skylight furnish all 
the light usually required at night. 

“Passing ‘further along, the visitor 
comes to another state-room also con- 
taining two berths. Opposite to it is 








a linen closet, and at the extreme end 





SOUTHER 


elegant appearance. It furnishes ample 
sleeping accommodations for 46 passen- 
gers. Jackson & Sharp of Wilmington, 
Delaware, are the makers.” 

From the Pacific Tourist Guide of 1879, 
under the heading, “Palace Car Life on 
the Pacific Railroad,’ we get a picture 
of comfort that makes one wonder wheth- 
er they built better cars in those days 


or only wrote more enthusiastically about 


what they had. 


Perfect Comfort 
This: “In no part of the world is travel 






@ OFF LINE AGENGIES 
@® GATEWAYS 





—— 


made so easy and comfortable as on the 
Pacific Railroad. To travelers from the 
East it is a constant delight. To ladies 
and families it is accompanied with ab- 


solutely no fatigue or discomfort. One 
lives at home in the Palace Car with as 
much true enjoyment as in the home 
drawing-room, and, with the constant 
change of scenery afforded from the car 
window, it is far more enjoyable than 
the saloon of a fashionable steamer. 


“For an entire week or more, as the 
train leisurely crosses the continent, the 
little section and berth allotted to you, 
so neat and clean, so nicely furnished 
and kept, becomes your home. Here you 
sit and read, play your games, indulge 
in social conversation and glee, and, if 
fortunate enough to possess good com- 
pany of friends to join you, the overland 
tour becomes an intense delight. 


“Night time comes, and then, as your 
little berths are made up and you snugly 
cover yourself up under double blankets 


(Advertisement) 


N PACIFIC LINES. 






(for the night air is always crisp and 
cool), perhaps you will often witness 
the sight of a prairie fire or the vivid 
flashes of lightning,—some of nature’s 
greatest scenes and far more fearful 
and awe-inspiring. 


Lulled to Sleep 


“Then, turning to rest, you will sleep 
amid the easy roll of the car as sweetly 
and refreshingly as ever upon the home 
bed. 


“It is impossible to tell of the pleasures 
and joys of the Palace ride you will have 
—five days. It will make you so well 
accustomed to car life you feel that, 
when you drop upon the wharf of San 
Francisco, you have 
left genuine comfort 
behind, and even the 
hotel with its cozy 
parlor and cheerful fire 
has not its full recom- 
pense. 

“It is impossible to 
order a section for one 
person alone, and the 
dictum of sleeping car 
arrangements at Coun- 
cil Bluffs requires all 
who come to take what 
berths are assigned; 
but if you will wait 
over one day at Coun- 
cil Bluffs or Kansas 
City you can make a 
choice of the whole 
train and secure the 
most desirable berths. 

“When your section 
is once located at either 
terminus of either 
trans-continental road, 
generally you will find 
the same section re 
served for you at Ogden or Deming, 
though passengers having usually the 
preference of best berths or the same 
position as previously occupied.” 

Bearing date of September 6, 1869, the 
Central Pacific published a condensed 
time-table—a complete and simple com- 
bined freight and passenger tariff and 
train schedule. 

Service in 1869 

From this we learn that there were 
through passenger trains every day and 
that once a week, on Wednesday, the 
“Atlantic Hotel Express” left San Fral- 
cisco for the East. For the ordinary 
through passenger train the time be 
tween San Francisco and Omaha was 
four days and four hours; to Chicago, 
five days and six hours; and to New 
York, seven days. The Atlantic Express, 
however, made the trip to Omaha in 
three days and eleven hours; to Chicag® 
in four and one-half days; and to NeW 
York, in six days. 

(To be continued in July 6th issue) 
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The Traffic World 


ISSUED EVERY SATURDAY BY 
THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 


(Copyright, 1929. Twenty-second Year) 
(Member of A. B. C.) 
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OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
tiers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 
man for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
tegulation from the rail carriers. 





CONGRESSMEN AND RATES 

If additional argument is needed to support the policy 
of rate-making by the Commission on the basis of the facts 
and the rights of all parties involved instead of rate-making 
by Congress on the basis of the desires of congressmen to 
do something for their constituents, it may be found in the 
discussion in the House with reference to the resolutions 
calling for reductions in rates on cotton and wheat for 
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unless he has made a study of the problem of rate-making, 
is at a disadvantage in discussing features of that problem 
and is more than likely to get the facts twisted. 

A gratifying development in connection with the dis- 
cussion in question, however, is that several members have 
attempted to “set straight” their colleagues as to the facts. 
Too often members of Congress give voice to inaccurate 
statements that are not corrected by members who know 
better or who should undertake to get the facts and put 
them before their colleagues in the interest of accuracy. 
This is particularly true with respect to regulation of the 
railroads. Pleas for rate reductions by members of Congress 
who are apparently not aware of the fact that rates have 
been substantially reduced should not be permitted to stand 
unchallenged—and in the present situation an effort has 
been made to get the facts before members. 


PAYING THE COST OF SEARCH 


The Attorney-General of the United States has ruled 
that the cost of unloading, reloading, and switching cars 
from Canada, thus handled that customs inspectors may 
search them for liquor or other contraband, must be paid 
by someone other than the government, which has been 
standing the expense. This has resulted in an attempt by 
the raflroads to pass the cost on to the consignee. 

We do not blame the railroads for not wishing to stand 
this expense, but neither do we blame shippers for opposing 
the tariff by which the railroads propose to pass on the 
charge. Neither should have to pay. If a car from Canada 
is suspected and searched and the suspicion is found to be 
justified, then the cost of switching that car to a place 
where it can be searched and the cost of unloading and 
reloading it should be paid, of course, by those guilty of 
trying to break the laws. But where a car is found not 
guilty, why should those owning it, or shipping it, or re- 
ceiving it, pay the expense of an unwarranted search? Must 
a man confined on suspicion, found later to be unjustified, 
pay his board while compelled to be a guest of the state? 
Must a traveler returned from abroad whose trunk is opened 
and found to contain nothing on which duty should be paid, 
pay the expense of the search? We think the position of the 
government entirely arbitrary and unfair. Of course, 
nothing can be done about it if the government persists, but, 
in that case, shippers and carriers should get together and 
agree on some basis of settlement that will be as fair as 
possible to all concerned. As a basic principle of such a 
settlement, it might be agreed that the railroads should be 
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nothing out on the deal but that, on the other hand, the 
shipper or consignee should not be assessed in such sum as 
would pay a profit to the railroad on the transaction. Or 
shipper and carrier might agree to share the cost. 


MOTOR VEHICLE REGULATION 


We have had considerable to say at one time or another 
in these columns about motor vehicle regulation—the logic 
of applying to this form of transportation the same kind 
of regulation that is applied to the railroads with which it 
competes, the slackness of railroads in insisting on such 
a policy, and the objections to it by men in the motor trans- 
port industry and shippers who are able to profit by an 
unregulated method of transportation cheaper than the rail 
method. And yet sentiment at this time with respect to 
this subject seems so confused and in such a state of change 
that it is difficult to put into classifications those who favor 
and those who oppose and those who are lukewarm toward 
a policy of regulation. We are speaking chiefly of the 
motor truck, because practically everybody is in agreement 
that the motor bus shall be regulated—which is another 
peculiar thing about the situation, for, in our opinion, the 
reasons for bus regulation are the same as for truck regula- 
tion, though the latter presents, perhaps, more difficulties 
and encounters more powerful and effective opposition than 
the former. 

In The Traffic World of June 1 we published an 
address by Harry G. Williams, president and general man- 
ager of United Highway Transit Lines, Inc., Albany, N. Y., 
in which he spoke in exceedingly reasonable terms of 
efforts to regulate highway carriers and advocated dealing 
with the problem in the spirit of fairness to all sides. In 
The Traffic World of May 18 there was an interview with 
W. B. Hiner, president of the Red Ball Transit Company, 
Indianapolis, Ind., in which he advocated regulation of 
motor trucks in common carriage. We mention these as 
evidences of changing sentiment among the motor vehicle 
operators themselves. And in The Traffic World of June 
8 we published an address by President Downs, of the 
Illinois Central Railroad, in which he said, without equivo- 
cation, that he believed the operation of motor vehicles in 
common carrier service ought to be regulated, for the same 
reason and in the same respects that railway service is 
regulated. In the same issue there was published also an 
address by President White, of the Central Railroad of New 
Jersey, in which he took much the same attitude. We men- 
tion that as showing that not all railway executives are luke- 
warm on this subject, though many of them are, especially 
in these days when the railroads are, to a great extent, in 
some localities, going into the operation of motor busses 
themselves. Mr. Downs and Mr. White do not stand alone 
in this respect among railway executives, to be sure, but 
their attitude is exceptional enough to attract attention. 

But Mr. Downs (and in this position also he is sup- 
ported by Mr. White) went even further and adopted the 
Principle that we have advocated from the first without 
meeting, until now, with any marked degree of agreement 
in any quarter—“that operators of busses and trucks on the 
public highways in common carrier service ought to pay 
for that privilege. In addition to taxes comparable to 
those paid by other motorists and other property owners, 
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they should pay their full share of the cost of maintain- 
ing and replacing the roads they wear out, and they 
should also pay for the use of the public highways as a 
business facility. There is no sound reason why the cost of 
commercial transportation that is performed on the public 
highways should be reduced by the use of public funds 
without repayment. We do not use public funds to reduce 
the cost of the things that are produced in other lines of 
business.” 

In passing, it may be noted that Mr. Downs applied this 
same principle to inland waterway transportation, as do we. 

It is gratifying to us to note that this principle is also 
being adopted by others whose motives are less subject 
to question, perhaps, than those of a railroad president, 
because they have no interest other than to find the truth. 
For instance, in a pamphlet entitled, “Fundamentals of 
Transportation Problem,” prepared by Samuel S. Wyer, 
consulting engineer, for the Fuel-Power-Transportation 
Educational Foundation, created by the Ohio Chamber of 
Commerce, we find the following: 

“A citizen has the right to travel and transport his 
property over our public highways, but motor busses or 
truck lines, however, use the highways as a place of busi- 
ness. These motor lines are not chartered merely for ren- 
dering service, but also for making money for their owners, 
and in the money-making aspect, the public highway in 
reality is the place of their business. It would, therefore, 
seem right that fair compensation should be made to the 
public treasury for the use of the highway for a private 
business venture.” 


ROLES OF THE RAILROADS 


“It is a fair conclusion that the railway capital improve- 
ments of the past six years, coupled with the current figures 
that foreshadow an increased program for 1929, have made a 
powerful contribution to the effectiveness of railway operation, 
and in that way have stimulated the whole economic life of 
the nation,” says the Bureau of Railway Economics in a survey 
of material purchases and capital expenditures in the railway 
industry. 

“Railways play several roles in the economic activity of 
the United States,’ says the bureau in the introduction of its 
statement. “Their first and most important function is to supply 
the demand of the public for transportation service. In meeting 
that demand, they serve other economic ends as well, and con- 
tribute in large measure to the welfare of the nation. Among 
other things, the railways: 

1. Furnish work and a means of livelihood to one and three- 
quarters millions of employes. 

2. Pay out nearly three billions of dollars in wages annually, which 
finds its way almost at once into the channels of trade and commerce. 

3. Give indirect employment to many hundred thousand additional 
men, who manufacture and distribute the products bought and used 
by railways in construction, maintenance and operation. 

4. Expend more than a billion and a quarter dollars per year 
for the materials and supplies utilized in their operations. 

5. Spend an annual average of more than three-quarters of a 
billion dollars for capital improvements, 


“While there is some duplication in these last two sums, 
expended for materials and supplies and for capital purposes, 
the net aggregate approaches two billions of dollars annually. 
This two billion, added to the three billion spent directly for 
wages, represents a major contribution by the railways of the 
United States to the economic activity of the nation. 


Investment in Material, Etc. 


“Railways of Class I have at all times a considerable in- 
vestment in material and supplies on hand, including locomotive 
fuel. Their material stocks on December 31, 1920, aggregated a 
total value of $755,563,000; this total on December 31, 1923, 
had fallen to $682,726,000, and on December 31, 1928, to $474, 
317,000. Although these figures are expressed in monetary 
units and are affected by the price levels of the materials pur- 
chased, yet they indicate the large amount of materials the 
steam railways must keep in stock for current operations. The 
figures also indicate how the railways have cut down their in- 
ventories through increased efficiency in operation. The effi- 
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ciency of the railway plant in 1928 was at the highest level in 
its history, and reports for 1929 to date are indicative of 
further improvement. 

“Railway stocks of material and supplies are continually 
drawn on for operating purposes, and must be as continually 
replenished by purchases of new stocks. 

“Railways of Class I purchased fuel, material and supplies 
in 1928 to a total value of $1,271,341,000. This amount was dis- 
tributed among the four principal groups of materials as follows: 
SN Uae Miia naan, GEA a A ek Oe aoe een eknnawieaatl weae $ 384,608,000 
I isles oe a dldrh, b-wig 0: Ee OST ES ROSES 6. 0:64 premegeEe 160,794,000 
En ee DE ion ico s <'awindib-e60-ON se ROR MELO UTIOe Oe SNE 397,544,000 
Miscellaneous 328,395,000 

is haat as wc artesian Aenean wane $1,271,341,000 

“Statistics of railway purchases have been compiled by the 
Bureau of Railway Economics for a period of six years, or 
from the beginning of 1923 to the end of 1928. During these 
six years the railways expended $8,700,000,000 for materials and 
supplies, or $1,450,000,000 per year. 

“In addition to their purchases, the railways in 1928 spent 
$676,665,000 for capital improvements of all kinds, including 
new equipment, additional track, rail and ballast, shops and 
engine houses, and other expenditures for capital purposes. 
This amount compares with $771,552,000 in 1927. During the 
six years from 1923 to 1928, capital expenditures have aggre- 
gated $5,015,000,000, an average of $836,000,000 per year. 

“Special reports for the first quarter of 1929 show that 
while expenditures for capital purposes in that quarter were 
slightly below the corresponding quarter of 1928, the program 
laid out for the balance of the year was greater than in 1928 
by more than 110 millions. This indicates that a larger capital 
outlay will be made for railway improvement in 1929 than in 
1928. 

“Capital expenditures during the first quarter of 1929 
amounted to $127,119,000. Comparisons with 1928 appear below: 

First Quarter Of 
1929 1928 


Cee emer eer eee eet eee eee eeteeeeeesesesreeesese 





Unexpended authorizations brought over from 








UNO DOU gaxcssddedsioeveereesserete $370,121,000 $323,692,000 
Authorizations during quarter.............. 334,839,000 270,065,000 
| DEA RS eT $704,960,000 $593,757,000 
Expenditures during quarter .........e.seee $127,119,000 $128,428,000 
Carry-over to meXt QUAPter.....cccrccececes $577,841,000 $465,329,000 


“Unexpended authorizations brought over into 1929 were 
greater by $46,429,000 than those brought over into 1928. Addi- 
tional programs laid out during the first quarter of the year 
were $64,774,000 greater in amount in 1929 than in 1928. Thus 
the total capital program as it stood on April 1 was $704,960,000 
in 1929, an increase of $111,203,000 over 1928. This program 
will increase by additional authorizations to be made between 
April 1 and the end of the year. 

“According to special reports of the carriers to the Bureau 
of Railway Economics, railway purchases of fuel, material and 
supplies during the year 1928 amounted to $1,271,341,000. 

“The corresponding expenditure for material and supplies 
in 1927 was $1,395,928,000. The total for 1928 represented a 
decline of $124,587,000 or 8.9 per cent, under 1927. 

“These statistics of railway purchases cover only those 
items that are directly bought and paid for by railroad com- 
panies. In addition, the roads are indirect purchasers of many 
commodities, large quantities of which go into railway equipment 
and into new construction that is contracted for under lump-sum 
agreements, and is not classified under the head of direct pur- 
chases.” 

Detailed figures are given with respect to purchases of 
fuel, forest products, iron and steel products, cement, lubricat- 
ing oils and greases, metals and metal products, and ballast. 

Relating the coal used by the railways to total coal produc- 
tion in the United States, the railways in 1927 and 1928 pur- 
chased twenty-five per cent of the bituminous coal output, 
according to the study. 

The railways in 1928 took directly 15.9 per cent of the 
total timber cut of the United States. If indirect purchases are 
taken into account, such as lumber going into equipment ordered 
by the railways from equipment companies, utilization by the 
railways of the total timber cut of the country would approx- 
imate 20 per cent. 

Estimates, says the bureau, place the railway use and 
consumption of the total iron and steel production of the 
United States at 16 per cent. This 16 per cent representts ap- 
proximately 5,950,000 gross tons, and is nearly as great as the 
amount utilized in all building and construction work other 
than railway construction. 

Capital Expenditures 

“Capital expenditures by the railways of the United States 
in the first quarter of 1929 amounted to $127,119,000,” says the 
bureau. “This represented actual gross expenditures for new 
equipment, and for additions and betterments to property used 
in connection with the transportation service. There was a 
slight decrease of $1,309,000 under the corresponding period of 
1928, and a decrease of $27,903,000 under 1927. 

“Total capital authorizations to April 1, 1929, including 
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the carry-over from 1928, amounted to $704,960,000, compared 
with $593,757,000 for the same period in 1928, and $724,853.09 
in 1927. This increase in authorizations for 1929 was due to 
increases both in carry-over from pervious year and in additiona] 
authorizations made during the first quarter of the year. 

“The carry-over into 1929 amounted to $370,121,000, com. 
pared with $323,692,000 in 1928 and $455,828,000 in 1927. Author. 
izations for expenditure between January first and April first 
were $334,839,000 in 1929, compared with $270,065,000 in 1998 
and $269,025,000 in 1927. 

“These last figures point to a larger capital program for 
the whole of the year 1929 than in 1928, and indicate that ex. 
penditures for capital purposes this year will be on a level] 
with those for 1927. Capital expenditures in that year were 
slightly over $770,000,000. 

“Capital expenditure during the first quarter of 1929 devoted 
to purchase of new equipment was $37,642,000, compared with 
$33,016,000 for the corresponding period of 1928. Roadway and 
structure expenditures aggregated $89,477,000, compared with 
$95,412,000 in 1928. 

“Capital expenditures for the past six years aggregated 
$5,015,386,000, as follows: 


ss camp adel $1,059,149,000 1926 ..........ceeeees $ 885,086,000 


EN pREDars: SUAUOROR 80 nos. .cccecscensce 771,552,000 
SD sintiediadinan saan «Gi peparaenneceee 676,665,000 
ie > Js ss eo eodgenndae aubaranabieennsnamienel $5,015,387,000 


“The annual average for the six-year period is $835,898,000, 
or $2,290,000 per day. 

“The railway capital improvement program, consistently 
maintained since 1923, has been mainly responsible for the high 
level of transportation performance recorded during the same 
period. New trackage, new and better equipment and other 
facilities have been provided.” 


FINAL CONSOLIDATION PLAN 


The Traffic World Washington Bureau 


Assuming that the final or permanent plan the interstate 
commerce act requires the Commission to make for the con- 
solidation of railroads might be eminent, inquiries have been 
addressed to the White House as to whether the Commission 
had given any advice on the subject. It is understood that the 
answer to such inquiries is that the President regards the 
Commission as an independent body not required to advise 
about anything it is doing and that, therefore, no advices are 
expected. 

The best information obtainable as to the status of the 
matter before the Commission is that Commissioner Porter's 
recommendations on the subject are before his colleagues but 
that there is no probability of action in the immediate future. 
The matter is on the docket for consideration in conference, 
but so are many other things. The other things are more 
urgent in the eyes of commissioners, as for instance the applica- 
tions of the Northern Pacific and the Great Northern, the Hoch- 
Smith grain cases, parts of the Southwestern Revision and the 
Eastern Class Rate Investigation. 

The Commission, in No. 12964, in the matter of the con- 
solidation of the railways of the United States into a limited 
number of systems (the final or permanent consolidation plan 
case), has denied the petition of the Wabash for the assign- 
ment of this proceeding for further hearings preliminary to the 
promulgation of the permanent consolidation plan. (See Traffic 
World, June 8, p. 1380.) The Wabash asked for further hear- 
ings under the order of August 3, 1921, the one that originated 
the proceeding. The petition also asked the Commission to 
consolidate with the general case a number of petitions, on 
the finance docket, for acquisition of lines by eastern carriers, 
but this has not been acted upon. 

Denial of the Wabash petition is taken as meaning no more 
than that the Commission feels no urge for further testimony 00 
the subject of consolidations in the eastern region. If and 
when there is action on questions of procedure in the consoli- 
dation plan case, the Commission could make the merger ap 
plications a part of the permanent plan case if it thought 
necessary. 

The record in the general consolidation case with regard 
to the desire of the promoters of the fifth system plan contains 
a strong outline of that proposal. In a general way it follows 
the Gould plan of twenty-five years ago. The new element m 
it is the ownership of Wabash stock by the Pennsylvania C0. 
Officials of the Pennsylvania Railroad Co. have denied any 
participation in the plans of the Wabash or the exercise of any 
control in the management of the property. Twenty-five years 
ago the Pennsylvania and the Wabash were opponents of each 
other on the plan of the Wabash to get into Pittsburgh. Entry 


was accomplished over the tracks of the Wabash-Pittsburgh 


Terminal, now, in part, the Pittsburgh & West Virginia. That 
carrier is included in the plan for the so-called fifth system. 

The Wabash, in its petition, said that in making its applica 
tion for further hearings it was not embarrassed by the per 
sonnel of its stock list, which was understood to refer to the 
ownership of its stock by the Pennsylvania Co. 
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Current Topics 


in Washington 





Almost, if not altogether, from 
the beginning of national government 
in this country it has been possible 
to find some element in the population 
calling down death and destruction on its head. Killings by 
prohibition and customs officers furnish excuse for saying that 
hatred of the national government is building up sentiment for 
its destruction. Anyone, however, who has read the history of 
his country with any understanding, it is believed, will have 
ample ground for believing less than a millionth part of what 
is being said. Denunciation in earlier days was much fiercer 
than now. A demagogue always finds a certain reaction in his 
favor when he denounces somebody in Washington for mani- 
festations of bone-headedness or big-headedness. The killings, 
many believe, are due in about equal parts to the two sorts of 
troubles with the head. To many it is a severe tax upon the 
credulity to have a killer say he was shooting at the tires when 
he placed a bullet through the head of the driver (never the 
man in the seat beside the driver) in view of the fact that no 
woman engaged in that sort of work has yet distinguished 
herself by placing a bullet through the head of the driver 
instead of landing it in the tire or the gasoline tank. When 
the ladies begin shooting their unfamiliarity with firearms 
may result in shots at the tires always lodging in the heads of 
those on the driving seat. 

The language now used is mild in comparison with that 
used soon after the adoption of the Constitution. There was, 
perhaps, more excuse then than now. The people went through 
a fairly strenuous campaign for and against that instrument. 
They had no time to cool down. Jefferson and opponents of a 
central government strong enough to make itself felt in its 
own domain never stopped their agitation for a general govern- 
ment inferior to the governments of the states. Jefferson’s 
enmity toward his cousin, John Marshall, the chief justice, pro- 
duced some of the strongest language ever employed by one 
set of Americans about other Americans. Everything Alexander 
Hamilton and John Marshall did was wrong, in the eyes of 
Jefferson and his followers. 

However, the members of the federal judiciary for many 
years have been more or less irritating to their neighbors. 
Being clothed with a life tenure, although it is only called a 
tenure for good behavior, they have been a bit arrogant in their 
dealings with the bar and a bit overbearing in their treatment 
of the judges of state courts. The ability of the prohibition 
and customs officers, accused of manslaughter on account of 
their killings, to have their cases removed to the federal courts 
seems now to be one of the grounds for growls against the 
national government. Such a rule, however, is necessary if 
the national government is to have the authority needed. Making 
a federal officer accused of a crime in the discharge of a real 
or fancied duty subject to state courts would deprive the 
national government of power to protect its servants against 
local resentment, not merely against the man himself but often 
more against the Washington government than against the 
individual. : 

The amusing thing is that, notwithstanding the denuncia- 
tions by the followers of Jefferson of the works of John Marshall 
and Alexander Hamilton, the former did nothing to change things 
when they came into power. On the contrary, there never was 
anyone more determined to uphold the power of the federal 
government than Jefferson, nor one more determined to make 
the courts subservient to the executive power, even as in a 
monarchy which the Jeffersonians berated while they tried to 
use the powers they had in a more monarchial way. 

It is not necessary to go back any farther than Civil War 
days to find violence of language, on both sides, much greater 
than the wets and drys are using today. And the language was 
used by men who professed to be writing history. 


Baiting and Hating the 
Federal Government 





A dispatch from Santander, Spain, 
said that, last Saturday, the crew of the 
Yellow Bird had little time for doing any- 
thing other than listening to serenades 
and “trying to telephone to their families 
in Paris.” “Trying to telephone” is a col- 
lection of words indicating that Europe has learned little from 
the World War. When the American headquarters staff got 
to Paris in 1917, members of it tried to talk with Rome. It 
took hours and hours to accomplish the task, if it was ac- 
complished at all on the same day. On account of that poor 
service, Pershing sent out a small company of American tele- 
Phone “trouble shooters.” In a short time they had “loading 
coils” on the line between the French and Italian capitals and 
talking from one place to another was a matter of a few min- 


Telephoning in 
Europe a 
Major Operation 
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utes at the outside. Imagine an American business man in 
New York not being able. to talk to a man in Columbus, O., or 
Pittsburgh, Pa., on an ordinary day! There would be such an 
uproar that probably half a dozen telephone vice-presidents 
would be on the carpet, if they did not lose their jobs without a 
chance of treading the carpet. Englishmen of standing are ad- 
vocating that the British Post Office Department let go of the 
telephone business and that it be turned over to Americans so 
that the Briton may get something for the money he pays out, 
which is greater than the American pays. 

Success of the American telephone companies is ascribed, 
in a large degree, to their willingness to spend money for con- 
ducting scientific research to improve their business, even if 
there is little direct competition. The American Telephone & 
Telegraph Company has a staff of about 10,000 men and women 
engaged in research work all the time. The expense is paid out 
of the fund created by subsidiaries paying about 1.5 per cent 
of their gross income instead of trying to do their own research 
and engineering work. Some state commissions have growled 
at that contribution, but if it took a whole day to get a message 
over such a short distance as from Santander to Paris, there 
probably would be much harder growling from telephone sub- 
scribers. 





An ardent tariff protectionist at the 
head of the Treasury Department probably 
could put into effect a prohibitive tariff 
against Canadian products without help from 
Congress. He could do that by requiring 
every customs inspector to send every car- 
load of freight from Canada to a warehouse for inspection by 
him. (See Customs Inspection Switching, elsewhere in this 
issue.) By the same sign, the Canadian customs officials could 
close their country to the United States. The power to collect 
revenue is practically without limit. The fact that a customs 
inspector has the power to order a car to a warehouse creates 
a tariff potentially so high that the expense of doing business 
cannot be borne by traffic from one country to another. No 
court, it is believed, would presume to interfere for the pro- 
tection of a citizen who thought the act of the inspector was 
foolish or oppressive. Of course, when an inspector requires 
a car to be sent to a warehouse, that is a requirement of the 
Secretary of the Treasury, who, in turn, has no power except 
what he derives from a direct act of Congress or from the 
President. 

The question of liability for the payment of the charges of 
the railroads for the service of switching, unloading, and re- 
loading has nothing to do with the matter. If the railroads 
have to absorb the cost the Commission, it is suggested, cannot 
deny them some increase in rates to cover the added cost. An 
increase in freight rates would be just as effective a barrier 
as an increase in the customs duties in shutting goods out of 
the country. The only real hope for Americans desirous of 
bringing in goods from Canada without any added expense is to 
persuade the Secretary of the Treasury to direct his inspectors 
to require the expense of sending a car to the warehouse only 
when he has practically certain evidence that contraband, liquor 
or what not, has been put into the car and making mere 
“hunches” or suspicions no ground for the addition of such an 
expense to the doing of business. 


Higher Tariff 
Protection 
Against Canada 





Nearly everyone not directly  in- 
terested as a party litigant in the Hoch- 
Smith grain case has wondered why no 
one made any suggestions in the course 
of the argument, as to when changes, if any, should be made 
in the grain rate structure. The wonder extended to com- 
missioners. No one has an answer. No one has maneuvered 
the attorneys in that case into a corner to ask why they did 
not make suggestions. Inquiries as to the when have come to 
commissioners and others supposed to be able to make calcula- 
tions. They indicate that~millers and other buyers of grain 
are greatly concerned about the matter. A grain rate, when 
invoked, remains alive, somewhere or other, for a whole year. 
That is to say, nearly every grain rate has attached to it, some- 
where, a transit privilege good for a year. There is no such 
privilege, generally speaking, between the country station and 
the first big market. But between the first market and the 
place of ultimate consumption, the privilege, frequently, attaches 
at several places. It is a general rule that the rate in effect 
at the time a movement is begun attaches to the end of the 
transportation by rail—if that takes place within the year. 
The recent reductions in the export rates, by the baldest pre- 
tense ever known concerning rates, were so published as to 
permit grain that started from the country nearly a year ago 
to move out of milling or storage points at less than the rates 
in effect at the time the movement was started. Millers, how- 
ever, are assuming that the railroads would not again make a 
provision for “flat” rates on grain in storage, in the event the 
Commission reduced them. In the case of increases, of course, 
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the holders of such grain would insist on getting the benefit of 
the lower rates in effect when the movement was begun. 

It is well known that Commissioner Meyer has been of the 
thought that the Commission should dispose of the case some 
time in July, or, if not then, no vacations until disposition has 
been made, August being the vacation month. Assuming that 
a decision were made in July, the rates probably could not be 
made effective before September. That would be in the midst 
of the heavy grain movement—unless increase were decreed, 
in which event the railroads would be blocked with grain 
between the day of the announcement of the decision and the 
effective date of the higher rates. Everybody would be trying 
to get grain started on the lower rates. If there were a reduc- 
tion, then the railroads would have the peak loading of grain 
after the effective date. 

A general thought has grown up from the small amount of 
information available that about the middle of January, or later, 
would probably be the least injurious time to make the new 
rates operative. However, as before set forth, the Commission 
was not advised by any of the attorneys on that point. Com- 
missioners, perhaps, were too much embarrassed by the uncer- 
tainty among themselves as to the outcome of the Meyer propo- 
sition for an early decision to ask questions on _ that 
point.—A. E. H. 


PENNSYLVANIA VALUATIONS 


The Trafic World Washington Bureau 


Final valuation reports covering properties of the Penn- 
sylvania Railroad Company and properties comprising the ma- 
jor portion of the Pennsylvania system, and of the Pittsburgh, 
Cincinnati, Chicago & St. Louis Railway Company and affili- 
ated lines were made public by the Commission June 19. The 
valuations are as of from June 30, 1916, to June 30, 1919. 

In Valuation No. 928, The Pennsylvania Railroad Company 
et al., opinion No. B-719, 22 Valuation Reports, the Commission 
found a total final value, for rate-making purposes of the vari- 
ous carriers embraced in the proceeding used by the respective 
carriers for common-carrier purposes, of $1,612,114,371, includ- 
ing $53,605,168 for working capital, as of the respective valua- 
tion dates. This report stated that the properties embraced in 
the 27 valuation cases included in this proceeding comprised 
the major portion of the Pennsylvania Railroad system. In 
this report Commissioner Eastman said he dissented for rea- 
sons that had been fully stated in prior valuation proceedings 
while Commissioner Woodlock said he concurred for the rea- 
sons stated. in his expression of concurrence in Delaware & 
Hudson Co., 116 I. C. C. 611. 

In Valuation No. 362, Pittsburgh, Cincinnati, Chicago & 
St. Louis Railway Company et al., opinion No. B-721, 24 Valua- 
tion Reports, the Commission found a total final value, for 
rate-making purposes of the properties of the various carriers 
embraced in the proceeding and used by the respective carriers 
for common-carrier purposes, of $231,974,580, including $5,280,- 
900 for working capital, as of June 30, 1916. These properties 
comprise a part of the Pennsylvania system. In this report 
Commissioners Eastman and Woodlock made the same state- 
ments as they made in the preceding valuation report. 

The following statement with respect to the Commission’s 
reports was issued by Thomas W. Hulme, vice-president of the 
Pennsylvania Railroad, in charge of real estate, taxes and 
valuation: 


The so-called ‘‘final valuations’’ of the properties of 68 of the 
companies in the Pennsylvania Railroad System, just issued by the 
Interstate Commerce Commission, are dated January 15, 1929, prior 
to the decision of the United States Supreme Court in the O’Fallon 
recapture case, which was rendered on May 20, 1929. The Commission 
in its report states: 

“The estimates of cost of reproduction covered by this report are 
based upon the 1914 level of prices, while the present values of the 
common carrier lands covered by the report are based upon the fair 
average of the normal market value of lands adjoining and adjacent 
to the rights of way, yards and terminals of the carriers, as of valua- 
tion date. This discrepancy will be removed when we adjust to later 
dates, in accordance with the requirements of the valuation act, the 
fina] values herein reported.’’ 

The findings of value are therefore for a period of from 10 to 15 
yeas prior to the present time and are not reflective of present con- 

ons. 

The Commission states that its finai values are for “rate-making 
purposes.”’ The Commission’s findings of value are embraced in 29 
dockets. By combining the values in these dockets, the total is 
$1,844,088,951, which may be contrasted with the total property in- 
vestment of the 68 companies as of their dates of valuation amounting 
to $1,681,210,084. 

The above does not include: 


(a) 19 companies for which the Interstate Commerce 
Commission had previously issued final valuations 
GM Che GROVE DOSES, GRROUNHTINE 10. '. ccc cwcssccccscss $ 

(b) 11 companies for which tentative valuations had pre- 
viously been issued, final valuations not yet being re- 
I OE hid hin Windct0 0806 8s.0-0 6000 secdscsbees 127,232,654 


Which for the 98 companies would make a total of........ $2,012, 200,813 


It does not include the value of securities, then owned, of 
corporations not operated as a portion of the Pennsylvania Railroad 
system, which cost $157,732,530, nor the value of non-carrier properties 
amounting to $52,883,393, making total assets of $2,222,816,736, which 
may be contrasted with a then total of the issued stocks and bonds 
of $1,865,823,469, of which $485,418,216 was held in the companies’ 


40,879,208 
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Serietar aftnving then outstanding in the hands of the public 

The company denies the propriety of the Commission’s deduction 
of some $385,000,000 for theoretical depreciation. In its report the 
Commission states that the field notes made by the government parties 
showed that “only 0.308 of one per cent of those properties had at 
valuation date subnormal maintenance.” They further stated “the 
field notes show that the remainder of the properties of the lines 
east had either normal or above normal maintenance.” 

Since the dates of valuation, there was expended on the com. 
panies in the Pennsylvania Railroad system the sum of $715,053,038 
for additions and betterments not included in the above valuations. 


O’FALLON CASE ADDED TO CITATIONS 


The Trafic World Washington Bureay 


Although the routine of the courts has not yet resulted in 
giving the Commission official notification that the Supreme 
Court of the United States has reversed it in the St. Louis and 
O’Fallon case, attorneys for the railroads have added the 
O’Fallon case to their citations in support of the arguments 
they are now submitting in valuation cases. Instead of, as 
heretofore, contenting themselves with citing the Smyth ys. 
Ames, Southwestern Bell and other cases, they are adding the 
O’Fallon case to the list of authorities sustaining their conten. 
tions in respect of the use the Commission must make of the 
reproduction cost figures. Inasmuch as the court, broadly speak. 
ing, added nothing to either Smyth vs. Ames or the South. 
western Bell decisions, but merely emphasized the fact that 
they constituted part of the law of the land, new arguments in 
support of the original propositions of the railroads are not 
being drawn from the O’Fallon decision. 

The most recent case on the subject has been cited in 
valuation briefs recently submitted by the Chicago, Milwaukee 
and St. Paul, now the Chicago, Milwaukee, St. Paul & Pacific, 
and the Baltimore and Ohio in support of their contentions 
that the Commission was under the compulsion of law to report 
the cost of reproduction new as of the valuation date and that 
the duty was not discharged by giving a valuation based on 
prices as of June 30, 1914. 

Senator Dill, of Washington, has advised his colleagues in 
the Senate that he feels that the decision of the Supreme Court 
in the O’Fallon recapture case presents such an impractical plan 
of valuation “that Congress must take cognizance of the situa- 
tion and pass legislation that will give us a stable rate base.” 

The senator emphasized in his remarks that the court had 
not said how much weight should be given to the element of 
value embraced in cost of reproduction. 

“We have no way of knowing what proportion of the valua- 
tion shall be determined by a consideration of reproduction 
cost,” said he, and added: 





Now, what can Congress do about it? What should Congress do 
about it? There are two or three things that Congress might do. 

If this higher valuation of from eleven to twenty billions of 
dollars is to be added to the railroads, if the meaning of the decision 
be that reproduction costs are to be the basis, then Congress might 
amend the act of 1920 by providing that the return shall be lowered 
from 6 per cent to 4 or 4% per cent. Whether or not the court would 
declare that rate so low as to be confiscatory we have no means of 
knowing; but. Congress at least would show its intention and purpose 
in that connection. 

A second thing is that Congress might specifically provide what 
percentage or what amount of consideration shall be given to repro- 
duction cost in fixing the valuation of the railroads. Whether the 
court would overturn that, I do not know. Nobody knows. I think, 
however, that if a reasonable proportion of the valuation were based 
upon the reproduction cost, the court might permit it to stand. | 

Then there is a third thing that the Congress might do, especially 
if we are to pass the consolidation legislation which is now pending 
before the Congress. We might require, as a condition for consolida- 
tion, a fixed and stable and fair valuation of the railroad properties 
that are to enter into the consolidation. 

And, of course, the last resort would be government ownerhsip 
of the railroads, as I suggested a while ago. 


In the course of Senator Dill’s remarks, Senator Blease, of 
South Carolina, obtained permission to have inserted in the 
Congressional Record restaurant menus. 

“If you will notice the prices that we pay for the farm 
commodities on those bills of fare, and what the farmer himself 
gets for them, you will see proportionately how much we pay 
for freight rates,” said he. 


FINAL VALUATIONS 


Valuation No. 192, New York, Ontario & Western Railway Co. 
et al., opinion No. B-731, 25 Valuation Reports, final value for rate- 
making purposes of property owned and used for common-carrier 
purposes found to be $32,800,000; owned but not used, $102,000; and 
used but not owned, $10,459,907, as of June 30, 1916. 


CLAYTON CASE POSTPONED 


The hearing in the Clayton anti-trust act proceeding against 
the Pennsylvania Railroad Company and the Pennsylvania Com- 
pany (No. 22260), scheduled for June 24, has been indefinitely 
postponed. In its complaint against respondents in this case 
the Commission alleges violation of the Clayton act by reason 
of ownership, directly or indirectly, by the Pennsylvania of 
stock of the Wabash and Lehigh Valley. The respondents, 
pending “determination of our rights in the premises,” have 
advised the Commission the status quo as to the stock will be 
maintained. 
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HOCH-SMITH SAND CASE 


A new rate structure applicable on sand, other than asbestos 
and silica sands, gravel, crushed stone, shells and related com- 
modities, for application, interstate in the southwest, and intra- 
state in western Louisiana and from western Louisiana to 
northern Louisiana, effective not later than October 17, has 
peen ordered in No. 17000, part 11, Hoch-Smith sand and gravel, 
opinion No. 14631, 155 I. C. C. 247-84. In a report written by 
Chairman Lewis, the Commission found the present rates un- 
reasonable and otherwise objectionable to the interstate com- 
merce act. It prescribed joint and single-line scales for the 
removal of the unreasonableness, undue prejudice to the com- 
plainants in a number of cases covered by this report and the 
unjust discrimination against interstate commerce found to 
result from the use of the Louisiana intrastate rates. 

Shippers and carriers both pleaded the Hoch-Smith resolu- 
tion as warranting what they sought, the shippers, lower rates, 
and the carriers, particularly the Texas lines, higher rates. The 
Texas lines said that as a result of the orders issued by the 
federal commission in 1927 and the Texas commission in reduc- 
ing rate on livestock, salt, sugar, cotton, sand, gravel and salt, 
would result in losses aggregating $1,930,688. After discussing 
the contentions of the parties, the Commission disposed of the 
Hoch-Smith phase of the case by saying: 


In performing the task assigned to us by the resolution of equitably 
distributing the burden of transportation charges, having due re- 
gard to the natural and proper development of the country as a 
whole and to the maintenance of an adequate system of transporta- 
tion, it is evident, as we have had occasion in the past to state, the 
principle of what the traffic can or will bear is a factor which must 
be given due consideration. 


The scales are to be applied as a reasonable basis in No. 
16002, R. A. Gibson vs. Kansas City Southern et al., and No. 
18702, Tennessee-Arkansas Gravel Co. vs. Missouri Pacific, on 
sand, gravel and chats, in straight or mixed carloads, from Little 
River Siding, Ark., and Arkansas City, Ark., to destinations in 
louisiana west. of the Mississippi River. The same basis of 
rates was approved for intrastate application on the same com- 
modities from points in western Louisiana to destinations in 
northern Louisiana for the removal of undue prejudice to the 
complainants and unjust discrimination against interstate com- 
merce found to exist. 

This readjustment is the outcome of a move on the part of 
the Arkansas State Highway Commission, in 1926, for a reopen- 
ing of the Memphis Southwestern Investigation, 77 I. C. C. 473, 
and the cases embraced therein, in so far as that proceeding 
related to the commodities covered by this report. The Louisiana 
Highway Commission and the Louisiana commission were dis- 
satisfied with the reports in other sand and gravel cases so they 
asked for further proceedings in respect of them. As a result 
of the situation disclosed by the various moves the Commission 
decided to make the older cases a part of the Hoch-Smith in- 
vestigation. Therefore this report also embraces the following 
cases on further hearing. 

No. 16002, R. A. Gibson vs. Kansas City Southern et al.; No. 
18702, Tennessee-Arkansas Gravel Co. vs. Missouri Pacific; No. 9702, 
Memphis-Southwestern Investigation; No. 6390, Memphis Freight 
Bureau vs. St. Louis, Iron Mountain & Southern et al.; No. 7250, 
Shreveport Chamber of Commerce et al. vs. Alabama & Vicksburg 
et al.; No. 7304, City of Memphis et al. vs. Chicago, Rock Island & 
Pacific et al.; No. 9886, Chamber of Commerce, Monroe, La., vs. 
Arkansas & Louisville Midland et al.; No. 9927, Railroad Commis- 
sion of Arkansas et al. vs. Arkansas Central et al.; No. 10084, Natchez 

ber of Commerce vs. Natchez. & Southern et al.; No. 10418 
Arkansas Jobbers’ & Manufacturers’ Association vs. Director General 
et al; and No. 10419, Arkansas Jobbers’ & Manufacturers’ Associa- 
ton vs. Director General et al. 


In substance the reopened cases resulted in an attack upon 
the sand and gravel rates prescribed in the Memphis-South- 
Western investigation. Shippers, largely state highway commis- 
sions, suggested scales and so did the railroads. The Com- 
nission said that the scales proposed by the shippers were 
too low. It said that the scales proposed by the railroads were 
higher than those prescribed in the Memphis-Southwestern case. 
The carriers proposed to make the rates 9.5 per cent of the 
frst class rates prescribed in the Southwestern Revision. 
Chairman Lewis said that that proposal, if adopted, would have 
the merit of producing uniformity. The shippers objected to 
relating the rates to the first class rates, pointing out that 
the scale of class rates adopted in that territory was intended 
for the moving of high class traffic, primarily, and that rates 
2 such a low grade traffic as sand and gravel should not be 
related to the merchandise rates. 

The seales were prescribed for use in making new ones 
between points specifically covered by the reopened complaints 
4nd within the territories covered by those complaints. They were 
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also prescribed for use in removing the undue prejudice and 
unjust discrimination found to result from the Louisiana intra- 
state rates, in western Louisiana and from western Louisiana 
to northern Louisiana. The Commission found that the circum- 
stances and conditions affecting transportation in western 
Louisiana and between points in western Louisiana and points 
in Oklahoma, Arkansas and Texas were substantially similar, 
leaving the lower intrastate rates in western Louisiana without 
warrant. 

Commissioner Woodlock concurred in the findings under 
sections 3 to 13 but said he could not agree that the rates’ 
prescribed were maximum reasonable rates, from any point of 
view. 

Commissioner Eastman, dissenting, said it seemed to him 
the Commission should preserve some measure of consistency 
in its decisions. He said the rates prescribed, on the whole, 
were lower for the shorter distances than those which were 
prescribed in the Southeastern sand and gravel case, 122 I. C. 
C. 133, and those prescribed in the Pennsylvania Sand and 
Gravel case, 104 I. C. C. 717, for use in central territory. He 
said that while the prevailing differences in the manner of dis- 
tributing the transportation burden as among commodities 
might justify a level of rates on sand and gravel in the south- 
east and the southwest very little, if at all, higher than the 
level in central territory, he could not conceive of any circum- 
stances which justified lower rates in the southwest than in 
either of those territories. 

The scales to be applied in making rates on the commod- 
ities shown in an appendix, covering the articles usually car- 
ried on sand and gravel rates follow: 


APPENDIX 2 
Distance scales of rates in cents per ton of 2,000 pounds for ap- 
plication on commodities named in Appendix 1: 


Single- Joint- Single-Joint 

line line line line 

Distance rate rate Distance rate rate 

10 miles and under..... 50 65 230 miles and over 200. .160 170 


20 miles and over 10.. 56 71 260 miles and over 230..170 180 
30 miles and over 20.. 62 77 290 miles and over 260. .180 190 
40 miles and over 30.. 68 83 320 miles and over 290. .190 200 
50 miles and over 40.. 74 89 350 miles and over 320..200 205 
60 miles and over 50.. 80 95 380 miles and over 350. .210 215 
70 miles and over 60.. 85 100 410 miles and over 380. .220 225 
80 miles and over 70.. 90 105 440 miles and over 410. .230 235 
90 miles and over 80.. 95 110 470 miles and over 440. .240 245 
100 miles and over 90..100 115 500 miles and over 470. .250 250 
110 miles and over 100. .105 120 530 miles and over 500. .260 260 
120 miles and over 110..110 125 560 miles and over 530..270 270 
130 miles and over 120..115 130 690 miles and over 560..280 280 
140 miles and over 130..120 135 620 miles and over 590. .290 290 
150 miles and over 140..125 140 650 miles and over 620. .300 300 
160 miles and over 150. .130 140 680 miles and over 650. .310 310 
170 miles and over 160..135 145 710 miles and over 680. .320 320 
180 miles and over 170..140 150 740 miles and over 710. .330 330 
190 miles and over 180. .145 155 770 miles and over 740. .340 340 
200 miles and over 190..150 160 800 miles and over 770. .350 350 


LETTUCE AND CELERY 

The Commission, by division 3, in I. and S. No. 3213, fruits 
and vegetables from Illinois points to Evansville, Ind., has found 
not justified the proposed cancellation of commodity rates on 
lettuce and celery, carloads, from points in Illinois on the 
Louisville & Nashville to Evansville because one of the re- 
sulting fourth class rates, 21 cents, used as a factor in a com- 
bination on lettuce and celery frem Colorado, would bring about 
unauthorized fourth section violations. The condemnation, there- 
fore, is without prejudice to the filing of new schedules avoiding 
the fourth section conflict. The cancellations were proposed 
as part of a move by the Louisville & Nashville to cancel out 
obsolete commodity rates and commodity rates on traffic that, 
it said, should pay class rates. 


KELLY RULE ON LUMBER 


Although the Commission is in sympathy with efforts of 
carriers to rid themselves of the Kelly rule for constructing 
rates by combination where there are no joint rates, in I. and 8. 
No. 3182, combination rule and rates on lumber of related articles 
from the Pacific northwest to various interstate destinations, it 
has, by division 3, found not justified the proposed cancellation 
of that rule. The suspended schedules have been ordered can- 
celed and the proceeding discontinued. 

As described in the report in this case the Pacific northwest 
consists of Alberta and British Columbia, in Canada, Oregon, 
Washington, Idaho and Montana. Associations of lumbermen, 
lumber companies and creosoting establishments protested and 
procured the suspension of the cancellation schedules. 

The railroads claimed that they had made an honest and 
painstaking effort to publish joint rates as substitutes for Kelly 
rule combinations to all the points where the shippers had 
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shown that there had been or were likely to be shipments and 
that they should not be required to publish joint rates to points 
to which there were not likely to be shipments. They also made 
the point that the Commission was without jurisdiction to deal 
with the rates from the Canadian points. The Commission said 
that until the direct question of its authority in that respect 
was decided by a court of competent jurisdiction, its policy 
would be to continue the exercise of jurisdiction as in the past, 
as shown in Cyanamid and Cyanide from Niagara Falls, decided 
May 13, 1929. It said that no good reason appeared in the in- 
stant case for a departure from its announced policy. The Com- 
mission, in disposing of this case, said the principal issue was 
the same as in Cancellation of Combination Rule to the South- 
west, 74 I. C. C. 505, and it saw no reason for a conclusion in 
this case differing from the one in that. 


GRANITE IN NEW ENGLAND 


Bases for the making of rates on granite, marble, and 
stone, between points in New England, not later than August 
29, have been prescribed in I. and S. No. 3168, granite, marble, 
and stone in New England territory, and cases joined with it. 
The other cases covered by the report are No. 21461, Milne & 
Hector Co. et al. vs. Montpelier & Wells River et al. and No. 
21565, New England Granite Producers Freight Committee vs. 
New Haven et al. 

The Commission has found not justified the proposed rates 
on the commodities mentioned in the suspended schedules, with- 
out prejudice to the filing of new schedules in accordance with 
the views expressed in the report. In the formal docket cases 
the Commission has found the rates assailed unreasonable, 
prescribed the bases set forth in connection with the suspension 
case and awarded reparation in the Milne & Hector Co. case. 

By stipulation of the parties the matters in issue were 
decided on the record as made in the suspension case. The 
background of these cases was furnished by Plymouth Quarries 
vs. New Haven, 129 I. C. C. 621, decided August 18, 1927, and 
I. and S. No. 2907, Granite, Stone, and Marble in New England, 
132 I. C. C. 514, decided November 15, 1927. The decision in 
the first mentioned case was made by division 4 and in the 
second case by division 2. In the Plymouth case the division 
prescribed a distance scale somewhat less, this report said, 
than 80 per cent of the contemporaneous sixth class rates and 
awarded reparation to that basis. In I. and S. No. 2907, divi- 
sion 2 made recommendations as to the basis. The railroads filed 
new tariffs, the effective dates of which have been postponed 
to October 17. Thereby the whole series of questions was con- 
sidered in this case. In the last mentioned schedules the carriers 
proposed to bring their rates on rough granite from the quarries 
to cutting sheds to 80 per cent of sixth class, the rates on rough 
granite between other points to sixth class and on hammered 
granite to. fifth class. 

In disposing of the case the Commission said it was of the 
opinion that the following bases of rates would be just and 
reasonable for the future and would remove any undue prejudice 


which might exist: 


Granite, marble, or stone, natural, other than bituminous asphalt 
rock, in blocks, pieces, or slabs, n. 0. i. b. n., viz: 

Rough quarried, or sawed on four sides or less, minimum 50,000 
pounds, 70 per cent of the present sixth-class rates from and to the 


same points. , : 
Sawed on more than four sides, or chiseled, dressed, hammered, 


or sand rubbed, minimum 40,000 pounds, 90 per cent of the present 
sixth-class rates from and to the same points. 


The report said that rates not exceeding those found reason- 
able on rough granite appeared to be proper for application on 
curbing, flagging or paving granite or stone. 

In No. 21565 the Commission found the rates assailed, on 
granite, rough quarried, or sawed on four sides or less, would 
be unreasonable to the extent they might exceed 70 per cent of 
sixth class, minimum 50,000 pounds; that the rates on granite, 
sawed on more than four sides, or chiseled, dressed, hammered, 
or sand rubbed, minimum 40,000 pounds, would be unreasonable 
to the extent they might exceed 90 per cent of sixth class; and 
that the rates on polished granite had not been shown to be 
unreasonable. 

The foregoing case raised the question of the basis of rep- 
aration in which separate views were expressed. The Commis- 
sion said that the rates recommended and prescribed by it were 
lower in many instances than the present rates, but that in 
many instances they were higher. In such situations it said 
it had found that, except where the rates charged were manifestly 
excessive, reparation should not be awarded and that even 
where reparation was awarded it needed not necessarily be 
upon the same basis as prescribed for the future. It cited Pecos 
Valley Lumber Co. vs. Santa Fe, 146 I. C. C. 23, on that point, 
adding that the sixth class rates collected in No. 21461 appeared 
clearly excessive under any adjustment. 

In No. 21461 the Commission found the rates assailed, on 
rough quarried granite from Rockland, Me., and Barre and 
Groton, Vt., to Quincy, Quincy Adams and West Quincy, Mass., 
were, are and for the future would be unreasonable to the ex- 
tent they exceeded or might exceed 80 per cent of the present 
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sixth class rates on traffic moving prior to the effective date of its 
order prescribing rates for future in that case, and 70 per cent 
of the present sixth class rates, on traffic on and after that date, 
minimum for both periods, 50,000 pounds. It awarded reparation 
to that basis. 

Commissioner Farrell concurred in the views of the ma. 
jority, for the future, but disagreed as to the basis of repara. 
tion. He said that in his opinion the rates in connection with 
which reparation was awarded were unreasonable to the extent 
that they exceeded 70 per cent of sixth at the time they were 
assessed and collected and that that was a circumstance which 
could not be changed in any way by the fact that the Con. 
mission was prescribing rates for the future which would resyjt 
in both increases and reductions. He said that the statement 
that a finding relating to the past might differ from a finding 
as to the future was only another way of saying that action 
taken by the Commission in prescribing rates for the future 
had no bearing whatever upon the question of the unreasonable. 
ness of rates collected in the past. 

: Comissioners Campbell and Brainerd concurred in those 
views. 

Commissioner Taylor dissented from the award of repara. 
tion for the reasons assigned by the Commission in denials of 
reparation in general rate revision cases. He said the award 
of reparation in this case would be a discrimination in favor 
of the few and against the many. 


COMMISSION REPORTS 
Muriate of Potash 

No. 19201, American Potash & Chemical Corporation yz. 
G. N. et al. Report of Commission on reconsideration, by divi- 
sion 4. Rates on muriate of potash, Trona, Calif.,-to Apple 
Center and Seattle, Wash., and North Portland, Ore., were, are 
and for the future will be unreasonable to extent they may exceed 
50 cents plus a switching charge of $11.70 per car to North 
Portland; 55 cents to Seattle and 61 cents to Apple Center, 
minimum in each instance 80,000 pounds. Reparation of $1,016.53, 
with interest. Order for future effective August 29. Former 
report, 146 I. C. C. 32, modified in part. 

Road Building Machines 

No. 20369, Frank B. Anderson Co. vs. A. C. L. et al. By 
division 3. Factors of combination rates charged from Jack- 
sonville, Fla., to destinations in Florida south thereof on inter. 
state carload shipments of road building and excavating ma. 
chinery and machines inapplicable. Class N rates applicable. 
Refund of overcharges directed. Complaint dismissed. 

Hoop Plank 

No. 21001, S. J. Peabody Lumber Co. vs. Pennsylvania. By 
division 3. Complaint dismissed, rates on rough bending oak 
(hoop plank), carloads, Bourbon and Columbia City, Ind., to 
Delphos, O., not unreasonable. 


SANTA FE-ORIENT LEASES 


In its formal report in Finance No. 7498, in which it author- 
ized acquisition by the Panhandle & Santa Fe Railway Company 
of Control, by lease, of the Kansas City, Mexico & Orient Rail- 
way Company of Texas, and acquisition by the Atchison, Topeka 
& Santa Fe Railway Company of control, by lease, of the Kansas 
City, Mexico & Orient Railway Company, the Commission, by 
division 4, said that while some benefits had accrued from 
acquisition of control, by stock ownership, by the Santa Fe of 
the Orient, there were many improvements in service and to 
the properties of the Orient lines, and economies in manage 
ment and operation, that could be accomplished in greater 
measure or entirely only by operation of those lines by the 
Atchison company and its subsidiary, the Panhandle compaly. 

The Commission said that in addition to the usual economies 
attendant upon the operation of a weak independent line by 4 
large system, represented by the elimination of duplicate facil- 
ities, accounting, reports, records and so forth, estimated a 
$400,000 a year, the consumnation of the plan proposed, for 
operation under lease, would result in greatly improved service 
and facilities to persons dependent upon the Orient lines. The 
Santa Fe proposes to displace the wooden passenger equipment 
of the Orient with modern cars, and operate the lines of the 
two roads, which intersect at eight places, so as to shortel 
routes. 

Intervening petitions were filed by the New Orleans Joitt 
Traffic Bureau, the Fort Worth & Denver City and the Wichita 
Valley. The first mentioned contended that the lease would 
be against the public interest because the policy of the Orient 
was to promote traffic to New Orleans as well as to Texas 
ports, whereas the policy of the Santa Fe was to restrict the 
traffic to Texas ports. The two railroad companies asked, in 
the event of the grant of the application, that provision » 
made for the removal of the preferential divisions accorded the 
Orient lines. The Commission disposed of both matters }Y 
saying that the points raised by the interveners could be col 
sidered in proper proceedings when occasion therefor arose, 
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June 22, 1929 


PEDDLER-CAR RATES AND RULES 


A code of rates, rules and regulations on less-than-carload 
shipments of fresh meats and packing house products, in ped- 
dler-cars, from Chicago and East St. Louis, Ill., Milwaukee, 
Wis., and other points, to destinations in central territory and 
from Harrisburg, Pa., to destinations in central and trunk line 
territories has been proposed by Examiner Frank C. Weems in 
No. 19301, Swift & Co. et al. vs. Akron, Canton & Youngstown 
et al.; No. 19797, Columbus Packing Co. vs. Atlantic Coast Line 
et al. and No. 19881, Kingan & Co. vs. Big Four et al. Weems 
said the Commission should find the present rates, rules and 
regulations not unreasonable in the past but unreasonable for 
the future, and deny reparation. 

The rate bases recommended are 45 per cent of first class 
on packing house products and 65 per cent of first class on 
fresh meats, minimum 12,000 pounds. 

A minimum of 20,000 pounds at the fresh meat rate from 
point of origin to final destination of the car is in effect from 
Chicago. From other points of origin the rules provide for a 
12,000 pound minimum or a minimum charge based on that 
weight of fresh meat, subject to restrictions and requirements. 
One of the restrictions about which complaint was made was 
that the deficit in revenue on the meat and packing house 
products could not be made up from the revenue on so-called 
contraband articles in the car, contraband being commodities 
other than meats and packing house products. 

Weems said that the testimony of the carriers fell far 
short of rebutting the showing made by the complainants that 
the rates and rules assailed were unreasonable and should be 
reduced. Such of the rules as disallowed freight revenue from 
any part of the contents of the peddler-car, Weems said, were 
clearly unreasonable. In disposing of the case, the Examiner 
said: 


The Commission should find that the rates assailed applied to 
shipments of fresh meats and packing-house products in peddler 
cars are, and for the future will be, unreasonable to the extent that 
they exceed or may exceed as to packing-house products 45 per cent, 
and as to fresh meats 65 per cent, of first-class rates; that the 
rules brought in issue governing such traffic are, and for the future 
will be, unreasonable to the extent (1) that they require or may re- 
quire as a minimum revenue per car an amount in excess of the 
charges for the transportation of 12,000 pounds of fresh meat at the 
fresh meat carload rate from point of origin to the most-distant 
destination of the peddler car, and (2) that they exclude or may 
exclude as a credit against the minimum charge per car the revenue 
on other articles shipped in the car. 

Peddler-car rates should be provided from Evansville, Ind., upon 
the basis and subject to the rules herein found reasonable. 

The findings herein recommended are designed to bring about 
rate equalities and uniform rules and regulations in respect of peddler- 
car traffic throughout the general territory; more or less long-estab- 
lished general rate levels, rules and practices would be replaced 
thereby, some of which in various cases either have been approved 
or not condemned. The evidence as a whole is persuasive that the 
rates, rules and regulations should be found not unreasonable in 
the past, and reparation accordingly should be denied. On the other 
hand, relief to which the record discloses complainants and inter- 
veners are entitled should not be delayed because of probable re- 
adjustment of class rates in this territory resulting from forthcom- 
ing conclusions in the Eastern Class Rate Investigation. 





CEMENT TO SOUTHWEST TEXAS 


Application of Scale IV rates on portland cement from Ada 
and Dewey, Okla., Humboldt and Chanute, Kan., to destinations 
in southwestern Texas, based on a finding of unreasonableness 
as to present rates, has been recommended by Examiners John 
T. Money and George Esch, in a report in No. 20821, Oklahoma 
Portland Cement Co. vs. Santa Fe, No. 21164, Iola Cement Mills 
Traffic Association et al. vs. Abilene & Southern et al., and No. 
21958, Oklahoma Portland Cement Co. vs. Santa Fe et al. 

In addition to recommending a finding of unreasonableness 

and the prescription of new rates, the examiners recommended 
reparation in the title complaint. They said the record did not 
show that the other complainants had made shipments prior 
to December 12, 1927. That date was put in by the examiners 
as the one from which the complainant in the title complaint 
should have reparation. As to the complainants in the other 
cases, the examiners said that they might make rule V state- 
Ments on shipments since the hearing. 
_ The scale to be used in making the rates, if the Commis- 
sion accepts the recommendations of the examiners, is that which 
Was prescribed by division 4, in Oklahoma Portland Cement Co. 
vs. D. & R. G. W., 128 I. C. C. 63, called by them the Texsa case. 
In that case the Commission prescribed rates from producing 
Points in Colorado, Oklahoma and Kansas, including the points 
involved in this case, to destinations in Texas, except those west 
of Big Springs, San Angelo and Del Rio on the Texas & Pacific, 
Orient, and Southern Pacific, and on other lines in Texas west 
of those points. 
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In this case the examiners recommend the use of that scale 
west of the points mentioned, including destinations on the 
Texas, New Mexico Railway and to points on the Rio Grande, 
Micolithic & Northern and the Rio Grande Railway. 

The examiners also said the rates were unduly preferential 
of cement producing points in Texas and that the undue pref- 
erence should be removed by the use of the scale in making 
rates. 


PIPE COATING RATES 


Examiner Riley A. Gwynn, in No. 21381, Hill, Hubbell & 
Co. et a. vs. Abilene & Southern et al. and Same vs. Alabama 
& North Western et al., has recommended that the Commission 
find inapplicable the rates on pipe coverings, known to the 
trade as bitumastic enamel and bitumastic solution, from Tulsa 
and Hale Station, Okla., to destinations in Texas, Louisiana, 
Kansas, Colorado and New Mexico; that the rates applicable 
were those applying on iron and steel rust preventing com- 
pounds; that the applicable rates to points embraced in the 
territory covered by the Consolidated Southwestern Revision 
were and are unreasonable to the extent they exceeded or may 
exceed rates based on column 27.5 of the southwestern scale; 
that the applicable rates to Arizona and New Mexico were and 
are unreasonable to the same extent, those states being con- 
sidered as being in Texas differential territory; and that the 
applicable rates to points in Colorado and Wyoming, east of and 
including Colorado common-point territory, were and are un- 
reasonable to the same extent. The examiner said there was 
not sufficient evidence in the record to warrant a finding as to 
what relationship the rates west of the Colorado common-point 
territory should bear to the southwestern scale. He said that 
the Commission should find that the applicable points in the 
territory west of Colorado common-point territory were and are 
not unreasonable except to the extent that they would be re- 
duced by the reductions required by the other recommendations 
in cases where combinations prevailed. 


PHILADELPHIA WAREHOUSE CASE 


In a proposed report in No. 20968, James Gallagher et al. 
vs. Pennsylvania and cases joined with it, Examiner R. M. 
Brown has recommended that the Commission follow the 
precedent set by it in McCormick Warehouse Co. vs. Penn- 
sylvania, 148 I. C. C. 299, and find that the practice of the 
railroads in making allowances to certain warehouse companies 
for performing terminal services in connection with the loading 
and unloading of package freight at Philadelphia, Pa., and re- 
fusing to make such allowances to complainants, is unjustly dis- 
criminatory and unduly prejudicial. He says the defendants 
should be required to cease and desist from publishing or mak- 
ing such allowances and to cancel their tariff provisions which 
make the warehouses of the preferred companies a part of their 
respective station facilities at Philadelphia. He said that repara- 
tion should be denied. The report embraces two sub-numbers, 
Walter A. Bailey et al. vs. Baltimore & Ohio, and Rex and Co., 
Inc., vs. Reading. 

The warehouses used by the railroads as station facilities 
were called contract warehouses on account of the contracts 
to which they and the railroads employing them were parties. 
A number of the contract warehouses intervened in behalf of 
the railroads. 

Examiner Brown said that the merchandise warehouses 
employed by the railroad companies received goods in carloads 
and distributed them in smaller quantities to local jobbers or 
retailers or reshipped, in L. C. L. quantities, to near-by destina- 
tions; also performed other services for the shippers. Both 
the contract and complaining warehouses, he said, performed 
such services. Under exceptions to the classification the rail- 
roads are obligated, contrary to the usual rule, at Philadelphia, 
to load and unload carloads of package freight, except when 
handled direct to or from cars on team tracks at the owner’s 
request. The practice originated at the water front stations 
where there were no team track facilities, the report said. 

Complainants contended that the allowances were in fact 
rebates given for the sole purpose of buying freight traffic con 
trolled by the warehouses and causing it to be transported over 
the lines of the defendants; that the facilities of the contract 
houses were not used by the general public as freight stations; 
that the contract warehouses were the actual shippers of the 
freight handled by them; that the contract houses did not per- 
form any task for the defendants that entitled them to receive 
allowances; that the loading and unloading of freight by the 
contract houses were not transportation services and that al- 
lowances for trade services were illegal. The evidence, Brown 
said, supported those contentions. 
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Defendants insisted that the contract warehouses were 
neither consignors nor consignees of the freight handled by 
them and that the allowances paid, being for transportation 
services, were not illegal. All parties, the examiner said, con- 
ceded that the facts and questions of law in the instant cases 
were the same, in substance, as those in the McCormick case. 


PROPOSED REPORTS 


Jams, Jellies, Macaroni, Etc. 


No. 20678, American Beauty Macaroni Co. vs. U. P. et al., 
embracing also a sub-number, the Pure Food Mfg. Co. vs. C. B. 
& Q. et al. Examiner L. H. Macomber. Complaints dismissed 
on proposed findings that failure of defendants to provide for 
stoppage in transit parttly to unload carload shipments of maca- 
roni products is not unreasonale or otherwise unlawful and 
that failure of defendants to provide for stoppage in transit 
partly to load or unload carload shipments of jams, jellies and 
mincemeat is not unreasonable or otherwise unlawful. Rates 
on macaroni products Denver to points in Colorado, Wyoming, 
Montana, Idaho, Washington, Oregon, New Mexico, Texas and 
Arizona not unreasonable. Rates on jams, jellies and mince- 
meat, Denver to points in Colorado, Wyoming, Montana, Idaho 
and Utah not unreasonable. 


Cotton Piece Goods 


No. 21488 (Sub. No. 1), Elin & Golub vs. B. & O. et al. Ex- 
aminer Joseph G. Cooper. Dismissal proposed on finding not 
unreasonable or otherwise unlawful rates on cotton piece goods, 
any quantity, points in the Carolinas, Georgia, Alabama, Mis- 
sissippi and Tennessee to Albion, Ind. 


Corn and Potato Planters 


No. 21798, Potato Implement Co. vs. Ann Arbor et al. Ex- 
aminer Roy E. McKee. Less-than-carload rating in southern 
classification on corn and potato planters, hand, not wheeled, 
not unreasonable; less-than-carload ratings in official and west- 
ern classifications unreasonable to extent they exceed second 
class. 

Lumber 

No. 21438, Briggs: Manufacturing Co. vs. A. G. S. et al. Ex- 
aminer Joseph G. Cooper. Complainant entitled to reparation 
on finding of inapplicability as to rates on lumber, points in the 
south and southwest to Detroit, Mich., via Ohio River crossings, 
with transit services at Moraine, O. Applicable rates were 
combination rates constructed to and beyond the Ohio River 
crossings subject to the combination rule, plus a transit charge 
of $6.30 per car. 

Sulphate of Alumina 


No. 21840, Central Chemical Corporation vs. Santa Fe et al. 
Examiner H. L. Main. Rates on sulphate of alumina, Kokomo, 
Ind., to points in Minnesota and upper peninsula of Michigan, 
unreasonable and unduly prejudicial, past, present and future, 
to extent they exceeded, exceed or may exceed contemporaneous 
rates on like traffic from Joliet and Chicago Heights, IIl., by 
more than 5.5 cents. Reparation recommended. 


Automobiles 


No. 21718, Hill Motor Car Co. vs. Michigan Central et al. 
Examiner Joseph G. Cooper. Dismissal proposed on finding ap- 
plicable and not unreasonable or otherwise unlawful rate on auto- 
mobiles, Detroit, Mich., to Miami, Fla. 


Moulding Sand 


No. 21711, Dixie Foundry Co. vs. Evansville & Ohio Valley 
et al. Examiner R. J. Olentine. Present rates on moulding sand, 
Sandale, Ind., to Cleveland, Tenn., are and for future will be 
unreasonable to extent they exceed or may exceed $2.40 per 
ton of 2,000 pounds. Rates charged unreasonable to extent they 
exceeded $2.68. Reparation. 


Yellow Pine Piling 


No. 21346, W. J. Foye Lumber Co. et al. vs. Alabama & 
North Western et al. Examiner A. J. Sullivan. Complaint dis- 
missed on proposed finding that method of obtaining scale 
weights on multiple-carloads of yellow pine piling from certain 
points in Alabama to Detroit and Wyandotte, Mich., to Cleve- 
land, O., and Chicago, Ill., was not unreasonable and that result- 
ant charges were applicable. 

Zinc Ammonium Chloride 

No. 21551, Goldschmidt Corporation vs. Pennsylvania et al. 
Examiner Paul A. Colvin. Rates on zinc ammonium chloride, 
New York, N. Y., Philadelphia, Pa., and Baltimore, Md., to speci- 
fied destinations in New York, Pennsylvania, West Virginia, Ken- 
tucky, Ohio, Indiana, Illinois, Missouri, Michigan, Wisconsin, 
Minnesota and Canada, not unreasonable, unjustly discriminatory 
or unduly prejudicial in the past, but unduly prejudicial for the 
future to the extent they may exceed the contemporaneous rates 
on gray sal ammoniac. 

Printing Inks 

No. 21335, A. H. Belo Corporation et al. vs. Arkansas & 

Louisiana, Missouri et al. Examiner Harris Fleming. Dismissal 
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proposed on finding not unreasonable rates on printing ink, car. 
loads, St. Louis, Mo., Chicago, I[ll., Cincinnati, O., and points 
taking same rates, to Dallas and Fort Worth, Tex. 


Excelsior 

No. 21623, Hallsboro Mfg. Co. vs. A. C. L. et al. Examiner 
T. Leo Haden. Interstate rates on excelsior, Hallsboro, Va., to 
destinations in the Carolinas not unreasonable or unduly. preju- 
dicial. Intrastate rates on same commodity from and to points 
in the Carolinas not shown to result in unjust discrimination 
against interstate commerce or undue prejudice to persons or 
localities engaged therein. Dismissal proposed. 


Wood Pulp 


No. 21378, Case Brothers, Inc., vs. New Haven. Examiner 
T. P. Wilson. Dismissal proposed on finding not unreasonable 
rate on imported wood pulp, Boston, Mass., to Manchester, Conn. 


Shredded Wheat 


No. 21976, Shredded Wheat Co. vs. N. Y. C. Examiner Roy 
E. McKee. Complainant entitled to reparation on finding car- 
load rates on shredded wheat from Niagara Falls, N. Y., to 
Montreal, Canada, for export, unreasonable to extent they ex- 
ceeded 38 cents, minimum 20,000 pounds, subject to rule 34. 


Amiesite 


No. 21766, Interstate Amiesite Co. vs. B. & O. et al. Exam- 
iner W. K. Berryman. Complainant entitled to reparation on 
finding rate on amiesite, Martinsburg, W. Va., to Oaks, Md. 
unreasonable to extent it exceeded $2.40 per ton of 2,000 pounds. 


Steel Tank Materials 
No. 21575, Skelly Oil Co. vs. Santa Fe et al. Examiner W. 
K. Barryman. Complainant entitled to reparation on finding 
unreasonable rate on steel tank material, Indiana Harbor, Ind., 
to Borger, Tex., moving prior to September 20, 1926, to extent 
it exceeded 86 cents. 


Cull Navy Beans 


No. 21877, Sheffield Elevator Co. vs. Pere Marquette et al. 
Examiner Albert A. Mattson. Dismissal proposed on finding 
not unreasonable or otherwise unlawful carload rates on cull 
navy beans, points in Michigan to Baltimore, Md., and New 
York, N. Y. Refund of overcharges recommended. Report also 
covers seven sub-numbers, same complainant against various 
railroads. 

Potatoes 


No. 21583, A. M. Penney Co. et al. vs. Green Bay & Western 
et al. Examiner John Davey. Rate charged on potatoes, Am- 
berg and Antigo, Wis., to Brewton, Ala., not unreasonable or 
otherwise unlawful. Rate on potatoes, certain Wisconsin sta- 
tions to Montgomery, Brewton and Canoe, Ala., not inapplicable. 
Dismissal proposed. 

Brick 


No. 21574, Sioux City Brick & Tile Co. vs. C. & N. W. et al. 
Examiner Harold M. Brown. Rates on brick, Springfield Ill. 
to Redfield, S. D., unreasonable during period of the complaint 
to extent they exceeded 24 cents. Reparation of $10.62, with 
interest, recommended. Collection of outstanding undercharges 
may be waived. 

Power Shovel 
No. 21441, Babcock, Boomer & Babcock Co. vs. N. P. Examiner 
L. H. Dishman. Dismissal proposed on finding applicable rate 
on gasoline power shovel, Milwaukee, Wis., to Ironton, Minn. 


Shelled Peanuts 
No. 21864, Battle Creek Food Co. vs. C. C. C. & St. L. et al. 
Examiner C. J. Peterson. Rate on shelled peanuts, Albany, Ga., 
to Battle Creek, Mich., was, is and for future will be unreason- 
able to extent that factor from Cincinnati exceeded, exceeds or 
may exceed 27 cents. Reparation. United Fig & Date Co. vs. 
A. C. L., 101 I. C. C. 138, 115 I. C. C. 6438, followed. 


Steel Wire in Coils 

No. 21974, Hoover Steel Ball Co. vs. Michigan Central et al. 
Examiner C. J. Peterson. Rates on straight carloads, mixed 
carloads and less-than-carloads of steel wire, Reading, Pa., and 
points in New York lighterage limits to Ann Arbor, Mich., in 
applicable to the extent they exceeded the commodity rates 
applicable on steel wire in coils, the shipments, in some in- 
stances being described as “bundles,” Reparation recommended. 
Rates on straight or mixed carloads and less-than-carloads of 
steel bars, not in coils, from Reading, and on one carload of 
“steel,” Weehawken, N. J., to Ann Arbor, not shown to have 
been inapplicable. 


Waterproofed Cotton Duck 


No. 21394, Little Rock Tent & Awning Co. vs. B. & O. et al. 
Examiner Harris Fleming. First class rates found to be 


applicable to waterproof cotton duck, L. C. L., Cincinnati and 
Coshocton, O., to Little Rock, Ark., but charges thereon in 
excess of those based on second class rates found to have bee2 
and to be unreasonable. Reparation recommended, 
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June 22, 1929 


HOCH-SMITH GRAIN . 
The Trafic World Washington Bureau 


Broadly speaking, the railroad lawyers who had the last 
oral say in the argument of No. 17000, part 7, the Hoch-Smith 
grain case, had fewer criticisms to offer against the proposed 
report of Examiners Mackley and Hall than attorneys for ship- 
pers. However, they devoted a good deal of attention to the 
cost studies submitted in behalf of state commissions and ship- 
pers. Their effort seemed to be to show that while such studies 
were of some value in a rate case, the Commission could not 
give them controlling weight. They were backed, in a general 
way, by Ernest S. Ballard, who appeared in the time allotted 
to them, to speak for the Security Holders’ Committee for a 
Fair Return. He said that that committee represented the 
holders of bonds of the western district railroads having a value 
of $635,000,000. That committee, he said, supported the report 
of the examiners in a broad way. That is to say, the committee 
did not approve of every detail of the report, but that the gen- 
eral idea of a preservation of the revenues of the carriers ap- 
pealed to them. 

However, for the committee he argued that the facts showed 
that the western carriers required an increase in their revenues. 
He said that the examiners, finding that the western railroads, 
as a whole, had failed to’ earn the percentage of fair return 
contemplated by the law, had simply recommended that there 
be no general increase or decrease in the rate levels, but had 
recommended a revision of rates on the basis of a mileage scale 
designed to maintain the present revenue. The Commission, 
he declared, on several occasions had found that the rate level 
in western trunk line territory produced an inadequacy of reve- 
nues which had resulted in impaired credit for those roads and 
“a capital structure of the same kind that wrecked the Chicago, 
Milwaukee & St. Paul.” He said the rate level and capital 
er also tended to impair the physical structure of the 
roads. 

To illustrate what he was saying, Mr. Ballard presented an 
exhibit covering what he termed the eight typical roads having 
92 per cent of their mileage in western trunk line territory, show- 
ing that in the eight years since the passage of the transporta- 
tion act, containing section 15a of the interstate commerce act, 
the eight roads had averaged only 3.43 per cent on their valua- 
tion as found by the Commission, and that in the first three 
months of 1929 these eight roads earned at the rate of 3.93 per 
cent per annum. 

Walter McFarland discussed the power and duty of the Com- 
mission under the Hoch-Smith resolution and section 15a. He 
said that it was the duty of the Commission under the law to 
initiate, modify and adjust rates so as nearly as possible to 
assure a fair return so as to give the country an adequate trans- 
portation system, not only in times of emergency, but at all 
times. He suggested that a committee consisting of Director 
Hardie, M. O. Lorenz and some of the more experienced exam- 
iners of the Commission’s staff and a committee representing 
the railroads could be deputed to study the subject and present 
a plan for changes in the rate structure that would assure a 
fair return. 

Commissioner Aitchison suggested that that method of pro- 
cedure was tentatively adopted at one time, but that between 
Chicago and Washington the railroads backed out of the plan. 

“The fact that the railroads are not able to agree among 
themselves does not change the law,” suggested Mr. McFarland. 


Time and again Mr. McFarland iterated and reiterated that. 


the law said so and so about the duty of the Commission to 
adjust rates so as to bring the rates to a level assuring a return 
that would give the country an adequate system of transporta- 
tion, with a suggestion that the duty was without qualification 
and not dependent upon any contingency. 


Mr. McFarland was also assigned to speak about rates in 
Nebraska. But he devoted only a short time to that phase of 
the task assigned to him, the other part having used up most 
of his time, becaues the commissioners interrupted him often 
with questions and suggestions. 


A comparatively extensive presentation in behalf of the 
railroads in western trunk line territory was made by P. F. 
Gault of the Chicago & North Western. He laid down three 
propositions, namely, that the carriers in that division of the 
western district were not obtaining adequate revenue; that 
they were efficiently operated and that they could not stand 
any reduction in their aggregate revenue. 

Ever since 1869, the year granger legislation began appear- 
ing in that part of the country, Mr. Gault said, there were 
Hoch-Smith ideas in that area, typified by maximum rate laws 
and Cashman acts, the latter having brought about savage re- 
ductions. Competition, he said, had done the rest in a terri- 
tory around the rim of which were placed grain markets glar- 
ing at each other. Other competitions mentioned by him were 
Canadian rail, great lakes water transportation, the struggle 
between the older railroads and those built from a market in 
the hope of scalping, as he said, the rates so as to obtain ton- 
Rage, such as the Chicago Great Western, Chicago & Alton 
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and the Wabash in the territory proper and the Kansas City 
Southern from Kansas City to the south; transit arrangements 
which were so worked that wheat bran, shorts and middlings 
went out from the transit points on the coarse grain rates, all 
without any charge for the transit. Mr. Gault pointed out some 
of the agencies of this competition. 

“Wouldn’t a general confession be sufficient so as to save 
time to tell us what to do?” asked Commissioner Woodlock. 

Mr. Gault thought that that would do but before he could 
begin telling what should be done to correct the situation, 
Commissioner Eastman asked if it was proposed that free 
transit should be cut out. Mr. Gault said no. Then Mr. Camp- 
bell wanted to know why there should be free transit in 
western trunk line territory and a charge for that service in 
the Pacific northwest. Mr. Gault said he was not speaking for 
the railroads in the Pacific northwest, although he admitted 
that some of the roads in western trunk line territory had lines 
to the Pacific northwest. Commissioner Campbell wanted to 
know whether addition of a reasonable charge for transit to 
the rates in western trunk line territory would produce rea- 
sonable rates. Mr. Gault said that such an addition would still 
leave the rates too low. 

“We pay the owners of these roads,” said Mr. Gault, “only 
80 per cent of the sum we pay in taxes to the government.” 

Some of the roads, he added, paid more taxes to the gov- 
ernment than were paid by all the railroads in Canada whence 
came competition in the northern part of the territory. He 
recommended an increase in the rates into the markets and 
retention of the present proportionals outbound. 

Even on the valuations made by the Commission, Mr. 
Gault said, the Chicago & North Western, for illustration, in 
1927, earned $8,000,000 less than a fair return and in other 
years the margin between the fair return contemplated by law 
and what was received was greater. 

Mr. Gault said there was no transportation reason why 
coarse grains should not pay the same rates as wheat. The 
value, he said, was less but the loading was also lighter than 
wheat. Grain, he said, contributed relatively less to ease the 
burden of transportation than other traffic. Commissioner Wast- 
man said the figures quoted by Mr. Gault did not sustain his 
proposition. 

In closing he said the railroads had shown their low rates 
and their low earnings. 

“We are not here,” said the speaker, “as mendicants. Apply 
the law of the land to the situation. We are entitled to the 
No. 12244 scale in full west of the Missouri River and 90 per 
cent east thereof, as recommended by the examiners.” 

J. N. Davis dealt with the situation, so-called, created by the 
refusal of the Milwaukee to grant milling transit on grain orig- 
inating west of Minneapolis, at Minneapolis, on its way to 
Duluth, about which he said Mr. Townsend had made complaint. 
He pointed out that the Milwaukee competing particularly 
with the Great Northern and the Northern Pacific, met a double 
depressing competition in that it competed with the northern 
lines, which in turn competed with the Canadian lines. He 
pointed out that the two northern lines did not haul grain 
through Minneapolis to Duluth but gave those points the same 
rates because there ‘was so little difference in distance. The 
Milwaukee, however, had to carry grain through South Minne- 
apolis on its way to Duluth. To allow milling in tranist at 
Minneapolis, he said, would deprive the Milwaukee’s lines to 
Milwaukee and Chicago of traffic because the outbound product, 
if there were milling transit at Minneapolis, would move on to 
Duluth without any addition to the rate, the Milwaukee, on 
account of the competition of the northern lines, having to give 
Duluth the same rates as Minneapolis. In answer to a question 
by Commissioner McManamy Mr. Davis said it was the fact 
that at points west of Minneapolis where the Milwaukee granted 
milling transit, it was merely meeting the competition of the 
northern lines on traffic bound to Duluth. 

Elmer A. Smith, for the Illinois Central, defended the posi- 
tion of that carrier in the matter of the relationship of rates to 
and from markets at the Mississippi and Ohio River crossings. 
He paid particular attention to the lake proportionals into Chi- 
cago, abolition of which was recommended by the examiners 
and supported by St. Louis. Mr. Smith said there was nothing 
mysterious about them nor anything of injustice in them to St. 
Louis. The latter, he said, was trying to obtain still lower 
rates on Illinois grain into St. Louis, although that city now 
had a slight advantage over Chicago in a part of [Illinois and 
a substantial advantage in a large part of Illinois. The propor- 
tionals are also known as specifics. 


According to Mr. Smith they are really the divisions the 
north and south lines, such as the Chicago & Eastern Illinois, 
the Illinois Central and others, receive out of the rates to New 
York published by the east and west lines. The rate to New 
York from. the Illinois territory in question, he said, was 41.5 
cents. The reshipping rate from Chicago was 30 cents. There- 
fore the division or remainder for the north and south lines was 
11.5 cents. That remainder or division, he said, was published 
to Chicago as a specific or proportional applicable to Illinois 
grain going to Chicago for beyond, Local rates, he said, were 
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higher and St. Louis desired them to replace the specifics for 
obvious reasons, although, he said, St. Louis and Chicago were 
not in competition, St. Louis shipping to the southeast and the 
southwest, while Chicago was shipping to the east. 

Mr. Smith said that the question of rates to the crossings 
should not have been included in this case. Commissioner Meyer, 
however, observed that it was now too late to amend the order 
creating the case. Mr. Smith said that he knew that, wherefore 
he discussed them, explaining as to other crossings as he did 
in the matter of rates to St. Louis and Chicago, the latter being 
treated, in many instances, as a Mississippi crossing. 

George H. Muckley, for the Southern Pacific, advocated the 
retention of rates on flour to the Pacific coast higher than those 
on wheat and the holding of transit arrangements to the mini- 
mum, pointing out that the Commission, on consideration of 
transportation facts alone had approved the higher flour rates 
to the Pacific coast from western trunk line territory. He also 
opposed the demand of San Francisco and Oakland, Calif., for 
a parity of rates on barley from the Sacramento Valley with 
Port Costa and South Vallejo. The two points last mentioned, 
he said, were entitled to lower rates than the two former, on 
account of a difference in distance and on account of the com- 
petition of the carriers by water. 

Argument for the railroads serving the northern tier of 
states from Minnesota to Washington was made by R. J. Hag- 
man, assistant general counsel of the Great Northern. He urged 
the Commission to adopt the recommendation of the examiners, 
that rates be made in accordance with the scale prescribed in 
No. 12244, the rates east of the Missouri River to be 90 per cent 
of that scale and west of that stream 100 per cent of the scale. 
He said that that scale would require grain to contribute its 
fair share of the system revenues. 

Mr. Hagman contended that the lowest rates on grain from 
producing fields to primary markets were found in these rates. 
The rates from Minnesota points to Minneapolis and Duluth, he 
said, were nearly 50 per cent below rates on grain which had 
been fixed by the Commission as reasonable in other great grain 
growing sections of the west, particularly in the southwestern 
states. The rates on grain from North Dakota and Montana, he 
said, were depressed by the influence of the grain rates main- 
tained across the border by the subsidized Canadian railroads. 

In no other section of the United States, he asserted, were 
railroad earnings so low as in the northwestern region, which 
included these northern states. The Great Northern, Soo and 
Northern Pacific combined in 1927, he asserted, earned only 4.75 
per cent on the value of their properties fixed by the Commission 
prior to the Supreme Court’s decision in the O’Fallon case, and 
the earnings of the Milwaukee road were still lower. In 1927 
the first three roads were short almost $13,000,000 of making 
a 5% per cent return on this valuation, and for the seven years 
1921 to 1927 this shortage amounted to $136,265,000, a sum, he 
said, sufficient to build a railroad from Chicago to Seattle. 

“These lines depend on grain and grain products for almost 
20 per cent of their total freight revenues, and their inadequate 
earnings are a reflection in an important degree of the depressed 
grain rates maintained in their territory,’ said Mr. Hagman. 

“Grain costs more to transport than the average of all 
freight, due partly to the sharp peak movement in the fall 
months, requiring facilities which are idle during the balance 
of the year. This peak is becoming more pronounced with the 
increased use of combine harvesters and trucks. 


“It is undisputed that these carriers are not earning the 
fair return contemplated by the transportation act and it is 
conceded that they are honestly and efficiently operated and 
are giving excellent service. A continuance of this inadequate 
return is not only depriving these carriers of what they are 
entitled to under the law, but will eventually work to the detri- 
ment of the shipping public by reason of inability of these car- 
riers to attract sufficient capital to make necessary improve- 
ments and extensions and maintain their properties in condi- 
tion to maintain an adequate transportation system.” 

Douglas Smith, speaking for the mountain-Pacific lines, 
defended the existing rates in that part of the western district, 
pointing out that the Commission, in about a hundred cases, 
in some of which many cost figures were presented, had al- 
lowed the mountain territory lines rates on a higher level than 
in the prairie states. He analyzed cost figures presented by 
H. W. Prickett, in support of the latter’s demand for rates for 
the mountain territory no higher than the rest of the western 
district to show that cost figures were but poor aids, because 
when analyzed they did not prove what it was asserted they 
established. He would not assent to an interrogative sug- 
gested by Commissioner Farrell that they were of no value. 

“Yet it is a cost study or other figures you bring forward 
when you attack an order of ours claiming that it is confis- 
catory,” suggested Commissioner Porter. 

“Yes, sir, and that is why we so seldom overturn one of 
your orders,” retorted Mr. Smith, thereby bringing a roar of 
ljaughter from the bench and bar. 

The case for the southwestern lines was argued by R. S. 
Outlaw, his major contention being that, service considered, 


‘for the lines serving Baltimore and Philadelphia. 





the rates of the lines for which he was speaking, were the 
elowest in the western district. 

“My argument,” said he, “will be devoted to the exception 
of the lines in the southwestern region to the application of 
the single scale in the western district and to the volume of 
the scale in so far as it applies in the Southwest; that is, 99 
per cent of the 12244 scale. This scale ignores the necessity 
of the southwestern lines for a higher rate level on any com- 
modity and particularly for a higher rate level to the peculiar 
character of the grain and grain products traffic in that ter. 
ritory. 

“The suggestion of the examiners is based upon commer. 
cial conditions, but with a single exception no parties to the 
record demanded a single scale. The movement of grain and 
grain products in the southwest is a criss-cross movement via 
joint lines to a widely scattered consuming territory and a 
number of primary markets as contrasted with the general east- 
ward movement in the central west, and particularly the con- 
centrated movement of wheat as such to Duluth and Minne. 
apolis. 

“There is more transit in the southwest because it is g 
consuming territory and the bulk of the grain originated in 
that territory is finally delivered there as products. That 
movement is similar in character to movement from producing 
fields in the west to consuming territory east of the Mississippi 
River, but whereas the movement is. on a scale in the south- 
west actually higher rates prevail for the same movement to 
the east due to the combination factors of local and propor- 
tional rates. 

“The greater services of southwestern lines is reflected by 
the higher proportion of products to grain on those lines than 
on the north and central lines, the percentage in the case of 
the north and central lines being 24.54 and in the case of the 
southwestern lines 43.27 per cent. Earnings of southwestern 
lines on the grain traffic are also lower than earnings of the 
north and central western lines. Wettling’s Exhibit No. 81 in- 
dicates ton-mile earnings of 9.25 mills and 28.39 per car-mile 
for twenty southwestern roads contrasted with 9.34 ton-mile 
earnings and 31.99 car-mile earnings for eighteen western trunk 
line roads. 

“The propriety of a higher rate level in the southwest than 
in the north and central west has been recognized by the Com- 
mission in a long line of cases, including No. 15234, 148 I. C. C. 
457, fixing divisions between the southwestern lines and west- 
ern trunk lines.” 

The question of transit in the southwest was particularly 
dealt with by Mr. Outlaw, by H. H. Larimore and P. J. Me- 
Carthy, the two last mentioned speaking for the Missouri Pa- 
cific. Mr. Outlaw said that much transit was needed in the 
southwest because milling was established in the _ interior, 
while in other parts of the western district it was concentrated 
on the Missouri River and around Minneapolis. The Missouri 
Pacific men insisted that the cost of transit should be incor- 
porated in the rate and not stated in a separate charge unless 
it was desired to convert the interior into a desert and force 
the milling to be done at the markets. Mr. McCarthy, in a 
colloquy with Commissioner Taylor, said he had often done 
foolish things, as a traffic man, for which he thought he would 
be fired because they looked foolish, but that there was always 
a reason for even what looked like a foolish sacrificing of rev- 
enue. He said it looked foolish for the railroads to refuse a 
separate charge for transit but that it was not. 

The case was brought to a close: by C. R. Webber, speaking 
He opposed 
the elimination of the Atlantic port differential adjustment, 
recommended by the examiners. .He told the Commission it 
had no record in this case warranting its abolition, whereas it 
had a complete record in the various cases in which it ap- 
proved that adjustment. 

Only one man to whom time was allotted for argument did 
not appear. The missing attorney was F. Sullivan, scheduled 
to speak for the Great Lakes Transit Corporation. His name 
was called on each of the last three days of the argument, 
without response. 


SUSPENDED TARIFFS 


In I. and S. No. 3313, the Commission has suspended from 
June 15 until January, 15, schedules in Michigan Central I. C. C. 
No. 5825, Pennsylvania I. C. C. 97, and several other tariffs of 
carriers operating in central territory. The suspended sched- 
ules propose to revise the rates and establish specific routing 
in connection with shipments of agricultural limestone, cal- 
loads, from Gibsonburg, Ohio, Sibley, Mich., Monroe, Mich. 
and adjacent origins to destinations in Michigan, which would 
result in increases and reductions in the existing rates on such 
traffic. The following statement of rates from Gibsonburs, 
Ohio, is illustrative, rates in cents per ton 2,000 pounds: 

To Lansing, Mich., present 175, proposed 182; Kalamazoo, Mich. 
present 190, proposed 217. 

In I. and S. No. 3314, the Commission has suspended from 
June 20 until January 20 schedules in supplement No. 6 to 
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June 22, 1929 


R. C. Dearborn’s tariff, I. C. C. No. 3. The suspended schedules 
propose to amend section 3 of the perishable protective tariff 
by providing that section 3 takes precedence over section 4, 
and it is also proposed to amend the application of section 4 
by providing that the rules, regulations and charges published 
in this section will not apply where refrigeration charges on 
any commodity -are provided in sections 2 or 3. 

In I. and S. No. 3315, the Commission has suspended from 
June 20 until January 20 schedules in supplement No. 6 to 
R. C. Dearborn’s Perishable Protective Tariff, I. C. C. No. 3. 
The suspended schedules propose increased charges and new 
charges for equipment and protective service on fruits, vege- 
tables, melons, berries and canned fruit juices from points in 
Florida, Georgia, South Carolina, North Carolina and Virginia 
to points in the United States and Canada. The following are 
illustrative: 


Charges for handling vegetables with ice in bunkers of cars with- 
out reicing in transit. From Florida, Group ‘“‘B’” points (Orlando), 
to points in Connecticut, present $13.10, proposed $15.30; Delaware, 
present $12, proposed $14. 


In I. and S. No. 3316 the Commission has suspended from 
June 21 until January 21, schedules in Canadian Pacific I. C. C. 
Nos. W-757 and E-2425 and several other tariffs of carriers ap- 
plicable from points in Canada. The suspended schedules pro- 
pose to increase the rates on newsprint paper and other paper 
articles, carloads, from points in Canada to numerous destina- 
tions in the United States. The following is illustrative: 


Newsprint paper, rates in cents per 100 pounds, from Three Rivers, 
Que., to New York, N. Y., present 34, proposed 4014; from Port Arthur, 
Ont., to Chicago, Ill., present 34%, proposed 48. 


In I. and S.~-No. 3317, the Commission has suspended from 
June 20, until January 20 schedules in Golligan’s I. C. C. 139. 
The suspended schedules propose to eliminate public team track 
delivery service for account of T. E. Cavanaugh, located at Clif- 
ton Heights (St. Louis), Mo., switch on the Missouri Pacific, so 
that hereafter a minimum switching charge of $3.60 per car 
will be assessed on shipments of bituminous coal from mines 
in Illinois and Kentucky in addition to the present line-haul rate 
applicable to St. Louis, Mo. 


PETITIONS FOR REHEARING, ETC. 


No. 17817, Sub. 1 (and cases grouped therewith), Illinois 
Silica Sand Traffic Bureau vs. Santa Fe et al. Defendants ask 
for postponement of order, for vacation of order and for fur- 
their hearing and reargument. 


No. 17922, Carolina Bagging Co. vs. Seabord Air Line, et 
al. Complainant asks for reconsideration. 


Ex Parte 96. Through routes and joint rates between Inland 
Waterways Corporation and other common carriers. Southern 
carriers ask for modification of order of April 8, 1929. 

No. 16542 (and Sub. Nos. thereto), California Dressed Beef 
Co. et al. vs. Santa Fe et al. Defendants ask for oral argument 
or modification of opinion. 


No. 17011, American Salt Co. vs. Abilene & Southern et al. 
Pecos Valley Southern asks for special short-line differentials. 

No. 20834, Kraft Cheese Co. vs. Chicago & Northwestern 
et al. Complainant asks for hearing and/or reconsideration in 
this case, which was presented under shortened procedure. 


I. and S. No. 11, Natchez, Columbia & Mobile vs. Illinois 
Central et al. Natchez, Columbia & Mobile asks for authority 
to contract for an increase in divisions of all joint rates and 
charges participated in by its connecting carriers. 


No. 18529, Arkansas Railroad Commission et al. vs. Ann 
Arbor et al. Board of Railroad Commissioners of State of 
South Dakota, intervener, asks for entry of formal order re- 
quiring defendants to establish rates on commodities involved 
from the origin points referred to to destination stations in 
South Dakota which will give effect to the conclusions reached 
in Commission’s report. 


No. 20951, St. Louis Cooperage Co. vs. Baltimore & Ohio 
et al. Complainant asks for reopening for reconsideration by 
Commission on record as made, of decision by division 5 de- 
cided April 24, 1929. 

No. 21017, O. F. Altemus et al. vs. Santa Fe et al. Defend- 
ants ask for reconsideration and/or rehearing. 

No. 20514, Barretti Co. vs. Erie ‘et al. and No. 20477, 
Barrett Co. vs. Pennsylvania. Barrett Co. asks for reconsidera- 
tion of report in order dated April 5, 1929, and for argument 
before the full bench. 

No. 17713, Edward Nordman, Commissioner of Markets of 
State of Wisconsin vs. Aberdeen & Rockfish et al. South- 
Western Lines ask for postponement of effective date of Com- 
Mission’s order herein and for argument before, and recon- 
sideration by, entire Commission. 

No. 19919, Waste Material Dealers’ Association of Arkansas 
et al. vs. Rock Island et al. Complainant asks for reconsid- 
eration of reparation in connection with reopened proceedings. 
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HOCH-SMITH HAY HEARING 


Criticism and counter criticism of cost study formule and 
a mass of statitical detail bearing on the question of whether 
the farmer is now in a depressed condition, the financial con- 
dition of the railroads, and other matters, was the harvest of 
a three-day hearing in docket 17000, part 10, hay, held at Chi- 
cago before Examiners Worthington and Walsh June 18, 19 and 
20. D. E. Brisbane, chairman of the South Dakota commission, 
sat with the examiners. It concluded the taking of testimony 
in the case and was limited to rebuttal by the carriers and sur- 
rebuttal of shippers. There was little rate testimony, most of 
the time being taken up by carrier statisticians who criticized 
various cost formule introduced previously by shipper repre- 
sentatives, on which scales had been predicated. 

L. E. Wettling, director of the statistical bureau of the west- 
ern lines, in addition to bringing previous figures with respect 
to the carriers’ earnings and the level of the rates down to 
date, presented testimony intended to show that the period of 
depression from which agriculture was suffering had passed. 
The average annual value of the principal crops in the western 
group of states east of the mountains, based on government 
figures, was 20.5 per cent higher in the five-year period 1924 
to 1928, inclusive, than in the three years preceding that period, 
according to his testimony. Further, contending that a reduc- 
tion in the hay rates would have no appreciable effect on the 
crop revenue received by the farmer, he showed that, for the 
period from 1911 to 1927, only 5.41 per cent of the production 
in the western district sought rail transportation. ‘A. reduction 
in freight rates on 5 per cent of the crop would not have much 
influence on the price the farmer got for the total crop,” he said. 

“Similarly, the railroads wouldn’t get much more revenue 
if they doubled the rates, would they?” questioned Mr. Porter, 
counsel for the Wisconsin commission. 

“No. But we don’t like to see the railroads’ revenue drib- 
bled away,” he replied. ‘When we are getting only about 18 
cents a car-mile on a commodity we are not very happy about it.” 

The average net railway operating income of the western 
roads for 1921 to 1928, inclusive, according to Mr. Wettling’s 
figures, amounted to a return on investment of 3.92 per cent. 
As compared with the 1919 rates, the existing level in Western 
Trunk Line territory was 106.10 per cent of that, he said. Cumu- 
lative reductions in rates, as reflected in ton-mile income 
amounted to 19.6 per cent in the period from 1921 to 1928, he 
said. As an indication that the producers of hay were not in 
distress, he presented figures to’ show that there had been a 
gradual increase in hay production in recent years, though 
there had been a decline in live stock. 


A cost study introduced at a former hearing by Mr. Schrei- 
ber, of the Wisconsin commission, was subjected to criticism 
by C. F. Balch, statistician, C. & N. W. Mr. Schreiber’s study 
was based on the so-called Lorenz formula, introduced by Dr. 
M. O. Lorenz, of the Commission, in the grain case. If the 
Lorenz formula is right, said Mr. Balch, when applied to the 
1925 traffic of the western line at the average haul of 400 miles, 
the results should correspond to what actually took place. But 
Dr. Lorenz got a per car-mile cost, including a 6 per cent return 
on investment, of 29.56 cents, he said. The railroads actually 
received, in 1925, at the rate of 32.885 cents a car-mile, and 
were not getting 6 per cent on investment, he found, after an 
analysis of the figures. Had the car-mile revenue been suffi- 
cient to provide a 6 per cent return, he said, that would have 
been 37.82 cents. “Somewhere or other his scale doesn’t prove 
out,” he commented. The ratio of a remunerative scale to the 
Lorenz cost was 127.9 per cent, he found. In addition, he criti- 
cized scales presented by witnesses Powell and Kelley, of the 
Nebraska and South Dakota commissions. 

Mr. Porter attempted to develop in cross-examination that 
the figures presented by Mr. Balch based on the 1925 revenues 
and traffic were not true freight costs, contending that they 
included or made up deficits incurred from passenger and less- 
carload operations. In that connection, Mr. Balch characterized 
the less-carload traffic as a “by-product” of the carload traffic 
and said it was necessary to keep the carload rates high enough 
to cover such losses as might or might not be incurred on the 
less-carload traffic. 

Testimony by Glenn F. Vivian, statistician for the C. M. 
St. P. & P., was primarily devoted to rebutting testimony by 
Mr. Kelley, at the St. Paul hearing. Among other things, he 
presented an exhibit comparing values of hay and various other 
commodities, as of 1927, with July, 1928, values. Mr. Kelley 
had given the former values, though, at the time he testified, 
the latter were available, he said. In general, the later figures 
showed substantial increases in the values applicable to hay 
and other agricultural commodities, while those applicable to 
other commodities were lower. The value of U. S. No. 1 alfalfa 
in 1927, at Kansas City, was shown as $12.25; the corresponding 
July, 1928, value was showon as $19.88. Still further increases 
in the values of agricultural commodities were shown in reports 
as of March, 1929, he said. Although figures presented by him 
showed that receipts of hay at the principal markets had de- 
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clined in recent years, he said production was slowly increasing, 
which indicated that the commodity was moving to a greater 
extent direct to the retail purchaser or the local jobber. 

R. E. Smith, assistant general freight agent, Northern Pa- 
cific, presented testimony in rebuttal of that presented by rep- 
resentatives of the North Dakota and Montana commissions. 
They had asked that the same level of rates be applied in their 
states as applied east of the Twin Cities, he explained. While 
the western trunk lines generally asked that the class C rates 
proposed in the W. T. L class rate Gase be applied to the traffic, 
the northern lines did not go along with that, having suggested 
two scales somewhat under the class basis, one for application 
to the territory east of the Missouri River and the other to 
apply west of that. Mr. Smith’s testimony was intended to 
show that the territory naturally divided on that line, and that 
the two levels were justified by difficult operating conditions 
west of it. 

D. L. Kelley, of the South Dakota commission, introduced 
the only shipper testimony. He insisted that hay should not 
pay rates on the general level of those applicable to other com- 
modities. It was one of the lowest grade commodities, he said. 
He opposed division of the territory for application of different 
scoles, contending there should be equalization of present dis- 
crepancies through the application of a single scale. It was 
wholly wrong to attempt to define a rate adjustment in line 
with variations in traffic densities, he held, pointing to the 
fact that such a policy might result in giving a territory that 
produced very little traffic, but through which a large amount 
of overhead traffic moved, a relatively low basis, while a terri- 
tory that produced a relatively high amount of traffic would be 
penalized. In defense of the scale he had proposed, he said he 
had been severely criticized because it was too high—though 
the carrier witnesses seemed to regard it as very low. “When 
judged by the practical test of rates now in effect instead of 
some theory such as Mr. Balch applied, it will be seen my 
scale is reasonably high,” he declared, and proceeded in an effort 
to demonstrate that in terms of rate comparisons. 


PUZZLING GRAIN RATE MOVE 


The Trafic World Washington Bureau 


The Commission, through George M. Crosland, chief of its 
section of tariffs, has called on the Central Freight Association 
lines for an explanation of their proposal to raise the recently 
reduced wheat and wheat flour rates, from Illinois country 
stations, to levels higher than those from Peoria and Mississippi 
River points, Chicago being included within the category of 
river points. 

Eugene Morris, chairman of the association, has made an 
explanation of some of the questions raised but not wholly 
to the satisfaction of the Commission. Mr. Crosland said: 





I have before me Supplement No. 22 to B. T. Jones’ I. C. C. No. 
2046, which schedule needs some explaining. For instance, it is 
noted that it amends certain pages of supplement No. 20 containing 
reduced rates which were issued under special permission of the 
Commission to expire with September 30, 1929. 

First, the Commission would like to know by what authority you 
have expired these rates in supplement No. 20 on July 10 instead of 
September 30, as shown in supplement No. 20 as the expiration date. 

You are also asked to explain by what fourth section authority 
rates from points east of Peoria and the Mississippi River have been 
increased to a basis substantially higher than Peoria and Mississippi 
River points. Take, for illustration, supplement No. 22 increases the 
local rates from Bloomington, Ill., to New York from 19 cents to 
28% cents on wheat and from 20 cents to 29% cents on flour, whereas 
the wheat rate from Peoria to New York is 19 cents and the flour 
rate 20 cents. 

In asking you for your fourth section authority the Commission 
has in mind fourth section order No. 10072, of May 21, 1929, referred 
to on the title page of supplement No. 22, but we call your attention 
to the fact that that fourth section order runs only to rates on wheat 
and wheat flour for export as published in supplement No. 20. In 
this connection your particular attention is directed to fourth section 
order No. 10072, the second paragraph of which reads as follows: 

“It is ordered, That carriers parties to the above numbered ap- 
plications be, and they are hereby, authorized to establish and main- 
tain without observing the long-and-short haul provision of section 
4 of the interstate commerce act, during the period authorized in 
special permission No. 93255 of May 10, 1929, and supplements thereto, 
which said special permission is hereby made a part of this order, 
rates on wheat and wheat flour, for export, as more fully described 
in the said special permission which the aforesaid carriers are per- 
mitted under said permission to establish on one day’s notice.” 

The fourth section relief authorized in the above paragraph is 
limited to rates which were filed in response to special permission 
No. 93255, which was made a part of Fourth Section Order No. 10072. 

We have received from you no explanation of the increases pub- 
lished in supplement No. 22, therefore we are somewhat at a loss 
to know why these changes were made, thereby creating an unau- 
thorized fourth section departure at some ninety odd points of origin 
in your territory. You will immediately upon receipt of this letter 
give the Commission definite advice of the fourth section authority 
upon which you rely and to which you failed to give reference in 
supplement No. 22, also advising the Commission what action you 
pespene to take concerning the questions raised in this communi- 
cation. 


Answering Mr. Crosland’s letter, Mr. Morris said: 


Referring to your letter of the 12th inst., File 11-GMC, regarding 
supplement No. 22 to B. T. Jones’ I. C. C. No. 2046, containing emer- 
gency reduced rates on wheat and wheat flour for export. 

As to expiration of the reduced rates, we would call attention 
to the fact that the rates published in both supplements 20 and 22 
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expire with September 30, 1929, and this is considered to be in ac. 
cord with special permission No. 93255. In other words, our carriers 
do not understand they are prohibited from making any lawful 
change in these emergency reduced rates. 

The reduced export rates on wheat on basis of 5.5c below the 
reshipping rates were made effective as flat or local rates for the 
only purpose of taking care of wheat already in storage at western 
terminal markets, which in our territory are St. Louis, Peoria, Chi. 
cago, Milwaukee and Manitowoc. 

This action was made necessary to overcome giving the reduced 
rates a retroactive effect as reshipping rates under transit privileges, 
It was never contemplated, however, to make these reduced rates 
effective from country points of origin scaled down to a basis of the 
reshipping rates from such terminal markets and making the rates 
so scaled down flat or local rates from such country points of origin 
and which would result in reducing the rates far in excess of the 
5.5c_agreed upon, in some instances nearly three times that figure. 

For example: take Barry, Ill., named on page 14 of supplement 
No. 20 to Jones’ I. C. C. No. 2046. The export rate on wheat prior 
to the issuance of this supplement from Barry, IIl., to New York 
was 36.5c and is now named on that page as 2l1c, a reduction of 15.5¢. 

This condition is brought about by the erroneous publication of 
such rates from country points of origin named on pages 14 to 25 of 
Supplement No. 20 to Jones’ Tariff No. 245-D, I. C. C. No. 2046. 

These points at which wheat originates also happen to be in 
most, if not all instances, junctions or basing points for constructing 
rates on through shipments from beyond the Mississippi River or 
reshipping rates from points of origin from which no joint through 
rates are in effect, and were so restricted prior to the publication of 
supplement 20. It was, therefore, essential that this error, due en- 
tirely to the haste in which these very unusual reduced rates had to 
be put into effect, be immediately corrected by providing that the 
rates named on pages 14 to 25 of Jones’ supplement No. 20 from all 
points other than St. Louis, Peoria, Chicago and their common ter- 
minal points, also Milwaukee and Manitowoc, be published as pro- 
portional rates applicable only as a basis for constructing through 
rates on through shipments of wheat or wheat flour from west of 
the Mississippi River moving via such points. 

In view of the statements contained in your letter in regard to 
the technical application of Fourth Section Order No. 10072, a new 
fourth section application will be promptly filed in connection with 
the rates published in supplement No. 22 from the points involved. 


UNCONTESTED FINANCE CASES 


Report, certificate and order in F. D. No. 7438, (1) authorizing the 
Colorado Railroad Co. to construct an extension of its line of rail- 
road (4.7 miles) in Larimer county, Colo.; and (2) denying without 
prejudice the proposed acquisition of control, by lease, of said ex- 
tension by the Colorado & Southern Ry. Co., approved. 

Report and order in F. D. No. 7628, authorizing the Southern 
Pacific Co. to assume obligation and liability in respect of $6,825,000 
of Southern Pacific Co. equipment-trust certificates, series L, to be 
issued by the Pennsylvania Co. for insurances on lives and granting 
annuities under an agreement to be dated June 1, 1929; said cer- 
tificates to be sold at not less than 95.41 per cent of par and accrued 
dividends in connection with the procurement of certain equipment. 
approved. 

Report and order in F. D. No. 7588, authorizing the acquisition 
by Texas & New Orleans Railroad of control, under lease, of the 
Texas State Railroad, approved. 

Supplemental report and order in F. D. Nos. 6812 and 7633. (1) 
authorizing the Prince George & Chesterfield Ry. to issue $450,000 of 
short-term promissory notes in respect of the construction of its rail- 
road and $450,000 of first-mortgage 25-year 6 per cent gold bonds, 
Series A, to be pledged as collateral security for said notes; (2) dis- 
missing that part of said application which seeks authority to execute 
a proposed first mortgage: and (3) authorizing the Seaboard Air Line 
to assume obligation and liability as indorser of said notes, approved. 

Report and order in F. D. No. 7642, authorizing W. H. Bremner, 
receiver of the Minneapolis & St. Louis Railroad Co., to issue $300,000 
of receiver’s certificates to extend or renew certificates of like princi- 
pal amount which will mature in June and August, 1929, approved. 


FINANCE APPLICATIONS 


Finance No. 7663. New York, Chicago & St. Louis Railroad Co. 
asks authority to assume obligation and liability in respect of $2,400,000 
of 4%4 per cent equipment trust certificates to be sold at competitive 
bidding, in connection with acquisition of 4 passenger locomotives, 8 
all-steel coaches, 2 cafe coaches, 3 dining cars, 8 baggage cars, 950 
steel gondolas, 500 automobile box cars. 

Finance No. 7664. Erie Railroad Co. asks authority to assumé 
obligation and liability in respect of $8,370,000 of 41%4 per cent equip- 
ment trust certificates to be sold at competitive bidding, in connection 
with acquisition of 36 locomotives, 2,500 freight cars of various type 
and other equipment. . 

Finance No. 7655. New York, Chicago & St. Louis Railroad Co. 
asks authority to acquire and operate, under lease, railroad yard of 
Northern Ohio Food Terminal, Inc., to be built in Cleveland, O. 

Finance No. 7654. Columbus & Greenville Railway Co., asks 
authority to issue $450,000 of 5% per cent equipment trust certificates 
in connection with acquisition of 300 box cars. 

Finance No. 7659. New Orleans, Natalbany & Natchez Railway 
Co. asks authority to lease for and operate in freight service approxi- 
mately 3.6 miles of railroad between Woodhaven and Bodley, La., 
owned by the Natalbany Lumber Co., Ltd. 

Finance No. 7660. Joint petition of Susquehanna Valley Telephone 
Co. and the Bell Telephone Company of Pennsylvania for approval 
of acquisition of property of former by latter. 

Finance No. 7661. Joint petition of Bethel Telephone Co. and the 
Bell Telephone Company of Pennsylvania for approval of acquisition 
of property of former by latter. 

Finance No, 7662. Joint petition of Culpeper Telephone Co. and 
Chesapeake & Potomac Telephone Company of Virginia for approval 
of acquisition of property of former by latter. 

Finance No. 7666. Baltimore & Ohio Railroad Co. asks authority 
to abandon a part of its Robinson Run branch between Stations 31 
plus 88.5 and 57 plus 50, a distance of less than half a mile, in Har- 
rison county, W. Va. 


CHANGE IN DOCKET 
Hearing in I. & S. 3304, anthracite coal from mines 02 
Erie R. R. in Pennsylvania to destinations in New Jersey, 
assigned for June 21, at Washington, D. C., before Examiner! 
Peterson, was canceled and reassigned for July 8, at Washiné- 
ton, D. C., before Examiner Peterson. 
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June 22, 1929 


CANNED GOODS RATINGS 


The Trafic World Washington Bureau 


Arguments, in the nature of a fight between the Commission 
and the shippers, rather than between the railroads and the 
shippers, were made June 18, in No. 13535 and related cases, 
the Southwestern Revision, in so far as the ratings and rates 
on canned goods were concerned. The carriers were so incon- 
spicuous that Commissioner Eastman observed that they were 
not present. His eyes failed to notice B. F. Batts, represening 
the St. Louis Southwestern, among the attorneys. 

In the original report the Commission prescribed 35 per 
cent of the first class rate for application on certain canned 
goods and 38 per cent on others when in glass containers. It 
drew a line between what it called necessities and luxuries. 
In the original report 35 per cent of first class was called fifth 
class. Later fifth class was raised to 40 per cent of first class. 
Thereby canned goods rated at fifth were given an increase if 
and when carried on the classification basis. 

On further hearing, Examiner Burton Fuller recommended 
the making of two categories of canned goods, the higher to 
take 40 per cent of first class with a minimum of 36,000 pounds 
and the other to take 35 per cent of first on a minimum of 
40,000 pounds. 

Practically all the shipper representatives objected to a 
rating higher than 30 per cent of first class. J. C. Colquitt, 
for the Heinz Co., objected to the designation of canned goods 
as necessities and luxuries, saying that his client regarded 
tomato catsup, for instance, as a necessity and not a luxury. 
He said that whether an article was packed in glass or in tin, 
there was no difference in the preparation of it. Speaking 
also for the Glass Container Association, he suggested that the 
higher rates and ratings on articles in glass accounted for the 
relatively smaller quantity packed in glass. 

Arguments were made for or against a particular proposi- 
tion according to whether the attorney represented jobbers and 
wholesalers, on the one hand, or manufacturers of single lines 
of articles on the other. The latter were interested in the 
measure of the rates on carloads of a particular sort of canned 
goods, while the former were interested in ratings and group- 
ings of articles permitting them to have carload rates on wide 
mixtures at the same rate. 

Rate relationships, from points of origin, also came in for 
wide discussion. Henry C. Keene, speaking for canners in 
eastern Tennessee, for instance, claimed that the application of 
the original and proposed reports would place his clients at a 
disadvantage in shipping to the southwest in comparison with 
Colorado and Chicago and other central territory points, whereas 
prior to the revision they were on substantially a parity. L. F. 
Orr, for the Pet Milk Co., said that the new adjustment forced 
the closing of plants in Kansas and Iowa because it was cheaper 
to ship to Little Rock, Ark., from Mayfield, Ky., than from the 
plants west of the Mississippi. 


Time for the discussion of the subject was assigned to 
the following: C. E. Hochstedtler, Chicago Association of Com- 
merce; N. D. Belnap, Welch Grape Juice Co. et al.; H. C. 
Keene, Stokely Bros. & Co. et al.; E. S. DePass, Evaporated 
Milk Association; L. F. Orr, Pet Milk Co.; J. C. Colquitt, Heinz 
& Co. et al.; C. B. Bee, Oklahoma Corporation Commission; O. 
W. Tong, Minnesota canners; U. S. Pawkett, San Antonio, Tex., 
interests; J. K. Moore, Oklahoma wholesale grocers; Ed. P. 
Byars, Texas grocers and others; and B. F. Batts, St. Louis 
Southwestern. 


COMMISSION ORDERS 


No. 21373, Commonwealth of Kentucky et al. vs. Ahnapee & 
Western et al. Dayton Chamber of Commerce, Minneapolis 
Traffic Association and St. Paul Association of Commerce, per- 
mitted to intervene. 


No. 22239, Ash Grove Lime & Portland Cement Co. of 
Nebraska vs. Chicago & North Western et al. Consolidated 
Cement Corp. permitted to intervene. 

No. 22206, Sub. 45 to 49, inclusive, Wayco Oil Corp. vs. Santa 
Fe et al. Shell Petroleum Corp. permitted to intervene. 

No. 22192, J. B. Preston Co., Inc., et al. vs. Carolina, Clinch- 
field & Ohio et al. The Ruberoid Co.. Inc., permitted to inter- 
vene. 

No. 19837, Fuller Brush Co. vs. Boston & Maine et al. Com- 
gg application for reconsideration on present record 
enied. 

No. 20283, Arnstein Simon & Co. vs. Santa Fe et al. Pro- 
ceeding reopened for rehearing at such time and place as Com- 
mission may hereafter direct, and effective date of order entered 
herein on February 26, 1929, as subsequently modified, has been 
Postponed indefinitely. 

No. 19713, C. W. Zaring & Co. vs. Pennsylvania et al. Com- 
Plainant’s third petition for reconsideration denied. 

No. 19188, L. W. Rexrode & Co. vs. Santa Fe et al. Com- 
Plainant’s petition for reopening for reconsideration and re- 
argument denied. 
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No. 20568, United States Gaphite Co. vs. Baltimore & Ohio 
et al. Complainant’s petition for rehearing denied. 

No. 14898, Memphis Freight Bureau et al. vs. Alabama 
Great Southern et al., No. 16074, Crescent Bed Co. vs. Alabama 
& Vicksburg et al., and No. 18136, Jackson Freight Bureau vs. 
Alabama & Vicksburg et al. Effective date of orders hereto- 
fore entered in No. 14898 and 16074, as subsequently modified, 
has been postponed until September 22, 1929, in so far as said 
orders relate to rates within Southern territory, and the effec- 
tive date of the order heretofore entered in No. 18136, as sub- 
sequently modified, has been postpone? as of March 1, 1929, 
until September 22, 1929. 

No. 19579 (and Sub. 1), Travis Smith et al. vs. Nashville, 
Chattanooga & St. Louis. Proceedings reopened for rehearing 
at such time and place as Commission may hereafter direct, 
solely upon question of reasonableness of rates for the future. 

I. and S. No. 3051, class rates between various Kentucky 
points and points in eastern territory. Respondents’ petition 
for further consideration denied. 

Finance No. 7450, application of Baltimore & Ohio for au- 
thority to acquire control of certain carriers in eastern terri- 
tory. Wabash permitted to intervene. 

No. 22145, Consolidated Paper Co. vs. Santa Fe et al. Sefton 
Manufacturing Co. permitted to intervene. 

No. 20762, Wapakoneta Machine Co. vs. Baltimore & Ohio 
et al. Complainant’s petition for reargument denied. 

No. 20714, Missouri Gravel Co. vs. Burlington. Proceeding 
reopened for reconsideration on record as made. 

Finance No. 7623, application of Fort Worth and Denver 
Northern for certificate to construct a line of railroad between 
Childers and Pampa, Tex. Missouri-Kansas-Texas and Missouri- 
Kansas-Texas of Texas permitted to intervene. 

No. 20355, Equitable Paper Bag Co., Inc., vs. New Haven 
et al. Motion of New Haven denied, also complainant’s request 
for oral argument denied. 

No. 20791, Illinois Oil Co. vs. Santa Fe et al. Complainant’s 
petition for reopening and permission to amend complaint, ask- 
ing reconsideration, further hearing, investigation, and assign- 
ment of case for oral hearing denied. 

No. 19627 (and Sub. 1 and 2), S. Bender Iron & Supply Co. 
vs. Santa Fe et al. Complainant’s petition for reconsideration 
on record as made and oral argument before Commission denied. 

No. 20496, Simmons Co. vs. Chicago & North Western et al. 
Complainant’s petition for reconsideration denied. 

No. 20635, Watab Paper Co. vs. Canadian National et al. 
Complainant’s petition for rehearing denied. 

No. 19159, Waverly Paper Board Co. vs. Boston & Maine 
et al. Complainant’s petition for reargument and consideration 
by Commission denied. 

No. 20248, Kilgore Seed Co. vs. Seaboard Air Line. Com- 
plainant’s petition for reconsideration and oral argument denied. 

No. 20875, S. J. Groves & Sons Co. vs. Florida Hast Coast 
et al. Complainant’s petition to modify the order to include Bur- 
lington, the initial carrier in transportation, denied. 

No. 21109, Perrine-Armstrong Co. vs. Pennsylvania. Com- 
plainant’s petition for further consideration denied. 

No. 18270 (and Sub. 1 and 2), Joseph Samuel Co., Inc., vs. 
Santa Fe et al. Complainants’ petition for reconsideration on 
record as made denied. 

No. 18657, Swift & Co. vs. Louisville & Nashville et al., and 
No. 19184, Armour & Co. et al. vs. Terminal Railroad Association 
of St. Louis et al. Complainants’ second petition for reopening, 
rehearing and/or reargument, denied. . 

No. 16808, Union Smelting & Refining Co. et al. vs. Pennsyl- 
vania et al. Complainants’ petition for further consideration and 
further hearing denied. 

No. 19295, Hill-Lawson Co. vs. Yazoo & Mississippi Valley 
et al. Complainants’ petition for rehearing denied. 

No. 15270, A. Spates Brady vs. Baltimore & Ohio et al. Com- 
plainant’s petition for reargument and reconsideration of certain 
phases of the case on present record and for modification and 
additional findings in respect thereto denied. 

No. 20041, Florida Power & Light Co. et al. vs. Atlantic 
Coast Line et al. Proceeding reopened for rehearing for purpose 
of determining whether the Florida Power & Light Company is 
entitled to an award of reparation, and petition of intervener, 
Phoenix Utility Company, for rehearing for the purpose of show- 
ing that an electric transformer is a machine denied. 

No. 20574, Barnhart Coal Co. et al. vs. Chicago & Eastern 
Illinois et al., and No. 20759, Poll Construction Co. vs. Chicago 
& Eastern Illinois et al. Defendants petition for rehearing and 
reargument, or for reargument before entire Commission, denied. 

No. 20079, Newport Rolling Mill Co. vs. Santa Fe et al., No. 
19072, Chapman-Price Steel Co. vs. Santa Fe et al, and No. 
18690, American Zinc Products Co. vs. St. Louis-San Francisco 
et al. Effective date of order of July 17, 1928, as amended, has 
been postponed until further order of Commission. 

No. 22230, American Cotton Waste and Linter Exchange 
et al. vs. Baltimore & Ohio et al. Atlas Waste Manufacturing 
Co.; Robert Bishop Manufacturing Co.; John Corr; John El- 
lice Co.; Flower Waste & Packing Co.; David Galloway, Inc.; 
J. Milton Hagy Waste Works; International Waste Co.; Mas- 
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sasoit Manufacturing Co.; Daniel I. Murphy, Inc.; O’Neill Bros., 
Inc.; Scythes & Co., Ltd.; Rodney Wallace Co.; McSloy Bros.; 
National Waste Co.; Railway Supply & Manufacturing Co., and 
Sweetland Waste Co. permitted to intervene. 

No. 19468, J. S. Bash & Sons, Inc., et al. vs. Central Indiana 
et al., and No. 19826, A. D. Sizer vs. Milwaukee et al. The or- 
der in this proceeding, entered on March 30, 1929, in so far as 
it requires the establishment of rates on bituminous coal, in 
carloads, per ton of 2,000 lbs., not exceeding $1.10 from Clinton, 
Ind., to Fithian, Ill., and $1.15 from Terre Haute, Ind., to St. 
Joseph, Ill., on or before June 15, 1929, upon not less than 30 
days’ notice, has been modified so as to require establishment 
of said rates on or before June 15, 1929, upon not less than one 
day’s notice to this Commission and to the general public. 

No. 21005, Bond & Nohl Co. vs. Santa Fe et al. Proceeding 
reopened for further hearing at such time and place as Com- 
mission may hereafter direct. 

No. 16356, Krupp Foundry Co. vs. Southern et al. No. 
16176, Somerville Iron Works vs. Same, and No. 18431 (and 
Sub. 1), Florence Pipe & Foundry Co. vs. New Haven et al. 
Petitions of Southern Carriers, interveners, United States Cast 
Iron Pipe & Foundry Co. and of certain other Southern inter- 
veners for reopening for reconsideration and to present 
further evidence, denied, and proceeding reopened for recon- 
sideration on records as made. 

No. 19943 (Sub. 1), North American Cement Corp. vs. Aber- 
deen & Rockfish et al. Petitions for further hearing filed by 
Bertha Mineral Co., intervener and State Corporation Commis- 
sion of Virginia denied. 

No. 19943 (Sub. 1), North American Cement Corp. vs. Aber- 
deen & Rockfish et al. Effective date of order of April 1, 1929, 
in this case, has been postponed from July 20, 1929, until Sep- 
tember 3, 1929. 

No. 17304, International Oil Co. et al. vs. Abilene & South- 
ern et al. Proceeding reopened for further hearing. 

Fourth Section Application 12639, proportional rates from 
Charleston, S. C., and Jacksonville, Fla. Petition of Agent J. 
H. Glenn for postponement of expiration date of Fourth Sec- 
tion Order 9067, proportional rates from Charleston, S. C., and 
Jacksonville, Fla., from June 30, 1929, to December 31, 1929, 
sufficient justification therefor not having been shown denied. 

Fourth Section Application 13425, cement from Buffalo, 
East Buffalo and Black Rock, N. Y. Petition filed by W. S. 
Curlett, for modification of Fourth Section Order 9838, Cement 
from Buffalo, E. Buffalo and Black Rock, N. Y., so as to au- 
thorize same measure of relief in connection with rates on 
cement from Buffalo, E. Buffalo, and Black Rock, N. Y., to 
Tully, Apulia, Onativia, Jamesville, Syracuse, Solvay, Lakeside, 
Stiles, Baldwinsville, Lamson, South Granby, Fulton, Minetto, 
and Oswego, N. Y., as that authorized by said Order No. 9838 
in connection with other rates on said commodity, denied. 

No. 18864, Maloney Tank Manufacturing Co. et al. vs. Santa 
Fe et al. The order entered herein on April 23, 1929, which 
was by its terms made effective on or before July 15, 1929, has 
we so as to become effective on or before August 
15, 1929. 

No. 16323 (and Sub. 1 to 3, incl.), Scott County Milling Co. 
et al. vs. Butler County et al. Petition filed by defendants for 
rehearing and/or reconsideration on record as made and rear- 
gument denied. 

No. 17817 (Sub. 1), Illinois Silica Sand Traffic Bureau vs. 
‘Santa Fe et al. and cases grouped therewith. The orders 
entered in these proceedings on April 19, 1929, and May 13, 
1929, and which provide for establishment of rates prescribed 
therein on or before July 10, 1929, upon filing and posting of 
tariffs on not less than 30 days’ notice, have been modified 
so as to require establishment of the rates prescribed, on or 
before August 30, 1929, upon not less than 30 days’ notice to 
this Commission and the general public. 

Finance No. 5688, acquisition of control by Big Four and 
Finance No. 5690, acquisition of control by New York Central. 
Petition of Southern New York, Inc., for reopening of said 
proceeding denied. 

Finance No. 3197, construction of line by Waco, Beaumont, 
Trinity & Sabine Railway, and Finance No. 5104, Construction 
of Extension by Waco, Beaumont, Trinity & Sabine Railway. 
The time provided in said certificate and order within which 
the Waco, Beaumont, Trinity & Sabine shall complete the con- 
struction of the extensions therein authorized has been ex- 
tended to December 31, 1931; provided, however, and this per- 
mission is granted upon express condition, that construction 
of said extensions shall be completed on or before December 
31, 1931; and provided further, that applicant’s accounts shall 
be kept in such manner that earnings derived from said new 
construction can be segregated from those of the applicant’s 
existing lines. 

No. 10439, Globe Automatic Sprinkler Co. vs. Director 
General, Alabama & Vicksburg et al. Complaint dismissed for 
want of prosecution. 

No. 21712, National Steel Barrel Co. vs. Pennsylvania. 
Complaint dismissed for want of prosecution. 
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No. 22317, Illinois Clay Products Co. vs. Elgin, Joliet & 
Eastern et al. General Refractories Co. permitted to intervene, 

Finance No. 7562, application of Virginian for a certificate 
to construct a line of railroad across Kanawha River at Deep. 
water, W. Va. Great Kanawha Valley Improvement Association 
and Charleston Chamber of Commerce of Charleston, W. Va., 
permitted to intervene. 

No. 22184, State Cement Commission of South Dakota vs, 
Santa Fe et al. Consolidated Cement Corp. permitted to inter. 
vene. 

No. 22206, Sub. 50, Columbus Oil Co. vs. Santa Fe et al. 
Shell Petroleum Corp. permitted to intervene. 

No. 22202, and Sub. 1, Savannah Traffic Bureau, Inc., ys, 
Merchants & Miners Transportation Co. et al. Semmes Hard- 
ware Co.; Pierpont Manufacturing Co.; Savannah Bonded Ware- 
house & Transfer; E. T. Sheftall & Co.; Southern States Iron 
Roofing Co.; L. P. Magioni & Co.; Estate of Geo. W. Lowden; 
R. C. Williams Georgia Corp.; Savannah Ship Chandlery & 
Supply Co.; Unity Grocery Co., Inc.; M. S. & D. A. Byck Co.; 
Haas-Guthman Co. and Frank Palmer, Jr., permitted to inter- 
vene. 


CUSTOMS INSPECTION SWITCHING 


The Trafic World Washington Bureau 


Eastern trunk lines, according to reports coming to Wash- 
ington, intend going through with a proposal recently docketed 
by them for hearing by the Trunk Line Association to make 
the receivers of freight pay the unloading, reloading, and switch- 
ing costs on cars from Canada that customs inspectors require 
to be taken to warehouses so as to enable them to make thor- 
ough searches for contraband, chiefly liquor. One hearing has 
already been had and another will probably be held shortly. 

About six months ago the Attorney General ruled that the 
importer of goods in cars from Canada or any other foreign 
country would have to stand the costs of unloading and reload- 
ing that were necessary to assure thorough inspection. For a 
while the government paid for the switching but for the last 
three or four months it has been refusing such bills. Some 
time ago the New England carriers, being unwilling to absorb 
the switching, proposed to put it on the consignee. They, how- 
ever, did not go through with their thought on that head. 

The loading and reloading charge is 2.5 cents a hundred 
pounds or 50 cents a ton, net or gross, as rated, for each opera- 
tion, minimum $5 a car. The proposed switching charge is 
$4.50 a car to and $4.50 a car from the freight station or ware- 
house. All charges are to be collected from the party to whom 
delivery is made. 


The proposed charges for unloading, reloading, and switch- 
ing cars sent to warehouses by customs inspection officials in 
search of contraband, in the case of bulk commodities, such, for 
instance, as pulp wood, on an average loading of 40,000, it has 
been pointed out by those interested in the matter, run very high. 
The charge on such a car of pulp wood, under the proposal 
of the trunk lines, will total $31.50. Such a charge, if imposed 
on every car, would, it is believed, make the cost of importing 
pulp wood from Canada prohibitive. 

As to the number of cars ordered to warehouses for in- 
spection, that rests wholly within the discretion of the customs 
officials at the border, tempered only by instructions from the 
treasury officials in Washington, if any. At the customs branch 
of the Treasury Department, it was pointed out in connection 
with the stir made by the proposal of the trunk lines, liquor 
is not the only contraband that might be shipped across the bor- 
der with wholly proper freight. Anything mixed with pulp wood, 
for instance, not pulp wood, would be contrary not only to the 
tariffs of the railroads, unless plainly set forth in the bills of 
lading, but to the customs tariff, even if it were a duty free 
article. It was pointed out that it was the duty of customs 
officials to know what was in each car coming across the line 
and within their discretion, if they believed the law was being 
violated, to make such inspection as would enable them to 
know the fact. It was pointed out that when a passenger 
brought personal hand baggage with him on a passenger ship 
the customs officials required him to open the bags and boxes 
and to make such a display of his possessions as would enable 
the customs inspectors to check the baggage against the written 
declarations of the passenger as to the articles in his hand 
baggage. The same rule, it was suggested, applied to goods 
brought in in a freight car. The authority to require such 4 
display of the goods offered for importation, it was said, arose 
under the power to collect revenue for the support of the 
government 

Central Freight Association Territory lines and western 
trunk lines, for a long time, have had tariffs on file with the 
Commission imposing a charge of 2.5 cents a hundred pounds 
for unloading and reloading freight sent to warehouses Dy 
customs inspectors. The charges of the central territory lines 
are carried in item No. 2805 of C. F. A. tariff 130-S, Jones 
I. C. C. 2129. The charges of the western trunk lines are cal’ 
ried in rule 343, W. T. L. tariff 1-T, Boyd’s I. C. C. A-1914. 
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The Boyd tariff, after stating the 2.5 cent charge, provides 
for adding “charges for movement from the place where re- 
loaded to final delivery point as provided in tariffs of indi- 
vidual carriers.” That language, it is believed, would be war- 
rant for imposing a switching charge in the event there was 
provision in a switching tariff to cover movement from ware- 
houses or freight houses not originating the freight. 

Customs officials, discussing the question of expenses in- 
curred by reason of orders to take goods to warehouses for 
inspection, assert that shippers, seemingly, have thought it all 
right for them to pay for the unloading and reloading, but have 
objected to proposals that they should pay switching charges. 
Customs officials contend that the whole expense of the inspec- 
tion services performed by the carriers should be borne by 
parties to whom the goods are delivered, regardless of how 
the consignors and consignees may decide to apportion them 
among themselves, if they think any apportioning should be 
done. 


EASTERN CLASS RATES 


The Traffic World Washington Bureau 


The Southern, the Atlantic Coast Line, the Seaboard Air 
Line, the Louisville & Nashville and the Cincinnati, New Orleans 
& Texas Pacific have asked the Commission for further hearing 
in No. 15879, the eastern class rate investigation, on the ques- 
tions of extending trunk line territory so as to include most 
of Virginia instead of only the northern half and the making 
of rates in Virginia and Kentucky on any basis not in harmony 
with the structure provided in the Southern Class Rate case. 
The carriers named formally except to the recommendation of 
Attorney-Examiner Hosmer that trunk line territory be ex- 
tended southward to include all but a narrow strip of Virginia 
along the North Carolina line. 

The objecting roads recall that soon after this investigation 
was instituted, Commissioner Eastman, in charge of it, said 
that one of the desirable results of the inquiry “would be the 
lessening of complaints of discrimination and prejudice, as 
between competing points or traffic, not only within official 
territory but as between that territory and adjacent territories.” 

“The findings in the proposed report, if made effective, 
may, perhaps, lead to the desired results in so far as rates 
between points north of the Ohio and Potomac rivers are con- 
cerned,” say the objecting railroads, “but if the findings as to 
rates from and to points in Virginia and from and to points 
on the Chesapeake & Ohio in the state of Kentucky are ap- 
proved by the Commission, dissatisfaction throughout the south 
will follow and numerous complaints as to discrimination and 
prejudice may be expected.” 

The carriers point out that they were not made parties to 
the investigation, except the Southern. Its lines south of the 
present line between official and southern territories certainly 
were not made parties to the case, they insist, and therefore 
they have not been accorded a hearing. They insist that if the 
changes in boundaries recommended by Hosmer are made, then 
they will have a vital interest in the investigation although they 
have not had a hearing. 

In conclusion they ask that no rates be prescribed in this 
proceeding from and to points in Virginia, south of the present 
line, and from and to points in Kentucky, south of the line, until 
after a further hearing has been had. However, they say that 
if the Commission deems a further hearing unnecessary, they 
ask that it prescribe rates which will harmonize with the rates 
prescribed in the Southern Class Rate Investigation. 


W. & L. E. PASSENGER STATION 
The Trafic World Washington Bureau 


Questions involved in the so-called Cleveland, O., Wheeling 
and Lake Erie passenger station case seemed so important to 
the Commission that it listened to an all-day argument, June 
17, in finance No. 7298, operation of terminal facilities at 
Cleveland by the Wheeling and Lake Erie, and No. 7299, 
abandonment of passenger station at Cleveland by the Wheeling 
and Lake Erie. Opposition to the plans of the Wheeling and 
Lake Erie was shown by the Taplin interests, nominally, if 
hot actually minority interest in the Wheeling and Lake Erie, 
and controlling interest in the Pittsburgh & West Virginia, 
which desires to acquire the Wheeling and Lake Erie. 

Some time ago the Wheeling and Lake Erie was authorized. 
temporarily, to abandon the use of its old station on Ontario 
Road and to use the Big Four and Erie passenger terminal on 
South Superior St., entering it over Erie and Big Four tracks. 
Almost as soon as the Wheeling and Lake Erie was authorized 
to abandon the use, W. M. Duncan, chairman of the Wheeling 
board of directors, ordered the destruction of the old station. 
In the course of the argument Commissioner Taylor asked if 
such action was not unusual. A. P. Martin was: arguing in 
behalf of the Wheeling’s application to make a lease with the 
Cleveland Union Terminals Co., at a rental of $20,000 a year, 
when the question was asked. 


. 
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“I am responsible for the demolition of the old station,” 
asserted Mr. Duncan, who for that purpose displaced Mr. Martin. 
“I ordered it because, on cross examination in one of the pro- 
ceedings relating to this matter, an engineer testified that the 
old station was in danger of falling down at any minute. In 
the light of that testimony how would I have stood before a 
grand jury in the event of the station falling down and killing 
or injuring anyone? I preferred to be in contempt of this 
Commission to being indicted by a grand jury.” 

Later in the day C. F. Taplin spoke of the whole thing 
having the aspect of a conspiracy or arrangement whereby the 
Wheeling and Lake Erie would be forced out of its. station, 
compelled to sell its land, and have no place to go in the event 
a court should say that the $20,000 a year rental was not suffi- 
cient to give the stockholders of the New York Central, the 
Big Four and the Nickel Plate, the proprietary roads con- 
structing the terminals under the leadership of the Van Swer- 
ingens, a return on that part of the investment in the union 
terminals devoted to the use of the Wheeling. He pointed out 
that the whole matter was in the hands of those, who, other 
than the Baltimore & Ohio, the Commission had said; under 
the Clayton anti-trust law, could not lawfully hold the Wheeling 
and Lake Erie stock control. He also pointed out that, under 
the terms of the proposed lease, cars from points east of Con- 
nelisville, Pa., brought into the new union terminal at Cleveland, 
would have to be paid for by the Wheeling on the same basis 
as cars brought in by the proprietary roads, that is, on a pro 
rata expense basis, and not at the low rental given the Wheeling 
for the cars having origin points not farther east than Con- 
nellsville. That city is the point where the Taplin extension 
of the Pittsburgh & West Virginia will touch the . Western 
Maryland, a part, like the Wheeling and Pittsburgh & West 
Virginia, of the fifth eastern system proposed by the Wabash. 
Mr. Taplin suggested that that part of the lease might be 
inimical to consolidation plans. 

The Wheeling has made an agreement with the private 
corporation that is doing the actual building of the Cleveland 
terminals to sell its station site and adjoining property to it 
for $1,600,000, which the opposition said would not be enough. 
The Commission’s valuation of the land is $380,000. The 
Wheeling, in the valuation case, claimed the land was worth 
about $300,000 more than that. 

Those who argued the case were Mr. Martin, for the 
Wheeling; W. H. Boyd, for the terminals company; C. F. 
Shuler for the city of Cleveland; and Mrs. Taplin and H. H. 
Hoppe, for the Pittsburgh & West Virginia. 


FARMERS AND EXPORT RATES 


The Trafic World Washington Bureau 


Complaint, by Representative Howard, of Nebraska, that 
the Speaker of the House of Representatives would not recog- 
nize him to permit the making of a motion for consideration 
by the House of the Howard resolution directing the .Commis- 
sion to reduce export rates on wheat, precipitated debate in 
the House on the subject of rate making. 

Asserting he was sure Mr. Howard did not wish to be un- 
fair to the Speaker, Representative Denison, of Illinois, said 
the Nebraskan “must realize that his resolution involves a 
complete departure from the past policy of the government, 
namely, that of Congress entering upon the policy of rate 
making.” 

“Heretofore all rates have been made by the Interstate 
Commerce Commission,” continued Mr. Denison: “This resolu- 
tion would take that power away from the Commission and 
start Congress itself upon the policy of rate making, which it 
has never done before; that would involve such a controversial 
matter that the Speaker would not be justified in recognizing 
the gentleman to move the consideration of such a resolution, 
which has not been considered by the proper committee of the 
House.” 

These remarks caused Mr. Howard to inquire whether Con- 
gress “has absolutely given over its sole right to say anything 
about railroad rates?” 

“It certainly has,” replied Mr. Denison. “All jurisdiction 
over railroad freight rates is now in the hands of the Inter- 
state Commerce Commission.” 

“Subject to the Congress,” added Howard. 

While Mr. Denison insisted that Congress had delegated to 
the Commission the power to make rates, Mr. Howard just as 
emphatically contended that the Commission “is the creature 
and the creature is never above its. creator.” 

Mr. Denison urged that the intricacies of rate making be 
left with the Commission. His Nebraskan colleague, however, 
said the Commission had granted reduced export rates on iron 
and steel products and that the farmer needed the same kind 
of relief. Mr. Denison said the Commission had not put in the 
steel rates—that the railroads had proposed them and that 
they had gone into effect. He also said the railroads had re- 
cently made effective substantial reductions in the export rates 
on wheat. In answer to further interrogation by Mr. Howard, 
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Mr. Denison said the railroads had made other reductions in 
the past on farm products. 

Representative Schneider, of Wisconsin, said the Commis- 
sion granted reductions on manufactured products for export 
on application of the railroads but had never done so with re- 
spect to farm products until President Hoover requested the 
railroads to make a reduction in the export rates on wheat. 

Mr. Denison then undertook to enlighten Mr. Schneider. 
He said if the latter would make inquiry of the Commission 
he would find “that for years there has been a substantial re- 
duction in the railroad rates on farm products that are destined 
abroad.” He said the recent reductions in the export rates on 
wheat were in addition to the reductions under the domestic 
rates theretofore in effect. 

The long-and-short-haul controversy was referred to by 
Representative Leatherwood, of Utah. 

The fact that the price of wheat had dropped after the 
railroads put in their export rate cuts was pointed to by Rep- 
resentative Beedy, of Maine. 

The discussion was closed by Mr. Howard with remarks 
indicating a somewhat pessimistic attitude with respect to 
chances for action on his bill. 

If Mr. Howard has been reading the editorials in newspapers 
of Nebraska, he will know that the editors have been having “a 
good deal of entertainment out of his resolution for the reduc- 
tion of freight rates on our exportable farm products,” according 
to remarks in the House by Representative Sloan, of Nebraska. 

The latter submitted rate comparisons in support of his 
assertion that, under the Howard resolution, Nebraska wheat 
growers would have their rates increased. 

“If leveled with export rates on machinery and automo- 
biles,” said he, “our wheat rate would be substantially raised.” 

Representative Sloan included in his remarks quotations 
from the editorial in The Traffic World of June 8, pointing out 
what the effect of application of the Howard resolution would be. 

“I am against precipitate, ill-considered legislation which 
would deprive our wheat growers of a substantial freight rate 
reduction on their product for export,” said Mr. Sloan. “I 
am against hair-trigger legislation which would raise our freight 
rates on wheat. I did not come to Congress to help raise grain 
freight rates or permit it to be done if I could avoid it.” 

Further argument in support of the proposition that rate 
regulation should be left to the Commission and that Congress 
should not undertake direct rate making by the adoption of 
resolutions such as those introduced recently by Representa- 
tives Howard, of Nebraska, and Jones, of Texas, was made in 
the House this week by Representative Denison, of Illinois. 
Mr. Denison went to considerable trouble to show his colleagues 
the wisdom of having rates regulated by the Commission rather 
than directly by Congress. His position was epitomized in the 
following: ’ 


There is no problem of government that is so difficult, and, I 
may say, so important as that_of making railroad rates. Congress 
can not do that kind of work. It is a work for experts. If Congress 
ever embarks upon the policy of making freight rates, then the 
Interstate Commerce Commission will soon be destroyed or its use- 
fulness will soon be seriously impaired; then freight rates will be 
made on political lines rather than on scientific or economic lines. 
That would be the inevitable result of any attempt by Congress to 
change the wise policy that has been followed by our government 
since 1887. 


Mr. Denison included in his remarks a letter from Com- 
missioner Porter, of the Commission, outlining the situation 
as to domestic rates and export rates. Mr. Denison had asked 
for information from the Commission on the subject, as the 
result of the introduction of the resolutions by Howard and 
Jones. 

Commissioner Porter said it appeared to be a general im- 
pression that existing export rates on iron and steel articles 
and various other commodities lower than domestic rates were 
established by order of the Commission. That understanding, 
said he, was erroneous. Continuing, the commissioner, in part, 
said: 


Most of the iron and steel articles produced in the United States 
are manufactured east of the Mississippi River and north of the Ohio 
and Potomac Rivers. The natural ports of exportation from that 
territory are those on the north Atlantic coast, principally New 
York, Baltimore, Philadelphia, and Boston. It is not true that rates 
on manufactured iron and steel articles from points of manufacture 
to such ports have for many years been from 45 to 60 per cent lower 
than the domestic rates, as the resolution appears to state. Prior 
to 1921, all such traffic for export moved on the same rates as 
domestic traffic. In that year export rates approximately 25 per 
cent below the domestic basis were established. It is true that since 
December 30, 1927, export rates from and to the points indicated on 
iron and steel articles have been approximately 60 per cent of the 
domestic rates. But such rates are published as temporary rates, 
having been in the first instance published to expire December 31, 
1928. but later extended to expire December 31, 1929. On January 
1, 1930, unless the tariffs are changed in the meantime, the former 
export rates, apnroximately 75 per cent of the domestic rates, will 
again become effective. 

There are at the present time in effect temporary emergency 
reduced rates on wheat for export, which on the average probably do 
not exceed 55 per cent of the domestic rates from and to the same 
points. These rates are scheduled to expire September 30, 1929, at 
which time the standard basis of export rates will again become 
effective unless some change is made in the meantime. But even 
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the standard export rates on wheat, speaking generally, probably 
average as much as 25 per cent lower than the domestic rates. 


Power of Commission . 


The interstate commerce act ever since its adoption has provided 
that carriers are free to publish any rates that they consider to be 
lawful, provided that the tariffs containing such rates are filed with 
the commission not less than 30 days before their date effective, 
Such tariffs when so filed become effective without any approval of 
this commission unless the commission exercises the power given to 
it by section 15 to suspend them before they become effective, but 
this is done only when there is reason to believe that the new rates 
would be unlawful if they became effective. The Commission does 
not have power to dictate policies to the carriers, but is empowered 
only to carry out the provisions of the interstate commerce act. 
The more important provisions of that act prohibit the charging of 
unreasonable rates and prohibit undue prejudice and preference. The 
mere fact that carriers have seen fit to establish lower rates on 
another commodity is not proof that particular rates are unreason- 
able. and, as indicated below, it appears that rates on iron and steel] 
are higher, instead of lower, than rates on wheat. As construed by 
the courts, a situation is not ordinarily considered to be in con- 
trovention of the undue prejudice and preference section of the act 
unless the party believing himself to be subject to undue prejudice 
would be helped by the cancellation or increase of the alleged unduly 
preferential rate or regulation. In other words, the mere existence 
of different rates does not necessarily constitute violation of the 
interstate commerce act. 

While nothing here said should be’ construed as expressing an 
opinion one way or the other as to whether the maintenance of rela- 
tively lower export rates on iron and stéel would be unduly preju- 
dicial to ee of wheat within the meaning of the interstate com- 
merce act, I venture the guess that shippers of wheat would not be 
benefited by withdrawal of export rates on iron and steel. In any 
event, the examiners who heard the general grain case .. . tell me 
that no one in the entire course of the hearings has raised the issue 
that there is any undue prejudice and preference arising out of the 
relative export rates on iron and steel as compared with wheat. 

As stated, the Commission did not cause the establishment of 
the existing export rates on iron and steel articles. No wheat ship- 
pers protested such export rates when they were published or asked 
the Commission to suspend them. I think you can readily realize 
that in the absence of any allegation from shippers of. other com- 
modities that undue prejudice and preference would result, the Com- 
mission would have subjected itself to a great deal of criticism to 
the effect that it was invading the realm of management and at- 
tempting to substitute its policies for those of the railroad managers 
without authority of law if it had suspended such rates and pre- 
vented the iron and steel shippers from obtaining the benefit thereof. 


Purpose of Export Rates 


As a matter of fact, with the exception of grain, iron and steel 
articles, automobiles, agricultural implements, and a few other com- 
modities, there is not now and never has been any general basis of 
export rates lower than the domestic rates made for the purpose of 
encouraging exportation. It should not be inferred from this state- 
ment that there have not for a great many years been many export 
rates that were lower than the domestic rates from and to the same 
points. But such rates in practically all instances resulted not from 
any attempt to make rates to encourage exportation of the com- 
modities affected, but solely to permit movement through various 
ports on a comparative equality of rates. In other words, the un- 
derlying purpose of practically all export rates, except on the four 
commodities above mentioned, has not been to create rates lower 
than the domestic rates, but to equalize one port with another so 
that traffic from a given point of origin in the United States may he 
exported through more than one port instead of beine confined to 
the port to which the domestic rate is the lowest. To put it an- 
other way, the export rates, except those indicated, especially to 
Gulf_ports. have generally been constructed by determining the low- 
est domestic rate from a given point of orizin to any nort and applv- 
My that fume rate = a -_—_ made differentially higher to 

e or e u ose r 
movement - —— of creating more than one route for the 

S a matter of fact, for many years export rates on in on 
the average have been below the corresponding domestic ae to a 
considerably greater extent than has been true of most other com- 
modities. The only important exception to this rule of which I am 
aware consists of the export rates on iron and steel articles, auto- 
mobiles, and agricultural implements, which became effective in 
1921, and the still further reduced rates on those commodities, which 
became effective December 31, 1927. But, as I have also explained, 
the latter reduced rates were published in the nature of emergency 
rates, and there are at present also emergency reduced rates on 
wheat for export which appear to be as much below the domestic 
rates as are those on the three articles named... . 

My present view is that there would be no important movement 
of wheat that would in fact_receive any reductions of importance if 
the basis set forth in H. J. Res. 95 should become effective, although 
it should be understood that I have not made an extended study of 
this subject and may PP gp be in error in this. Further, this 
statement is based on the assumption that the resolution means that 
the export wheat rates should be at least the same percentage under 
the domestic rates from and to the same points as exists in con- 
nection with fron and steel articles. Very uttie grain originating in 
the Northwest (Minnesota, the Dakotas, Montana, etc.) moves to 
either Atlantic or Gulf ports by rail in any event. Such wheat nearly 
all moves by rail to Lake Superior or Lake Michigan ports and 
thence by the Lakes on rates which are materially lower than the 
export rates by rail on iron and steel] articles. From Nebraska, Kan- 
sas, Oklahoma, and Texas to the Gulf, I have no present knowledge 
of any export rates on iron and steel articles that are lower than 
the domestic rates in as great a percentage as the export rates on 
wheat are already lower than the domestic rates. Similarly, I know 
of no export rates on iron or steel from Idaho, Washington, or Ore- 
gon which are a greater percentage under the domestic rates than 
is true of wheat from and to the same points. 


Representative Denison had published in the Congressional 
Record tables of export and domestic rates on various com- 
modities sent to him by Commissioner Porter. He also inserted 
provisions of the interstate commerce act pertinent to the sub- 
ject under discussion and concluded: 


I would again emphasize the fact that such reductions in export 
freight rates below domestic freight rates as are now in effect rep- 
resent the action of the railroads themselves and not the action of 
the Interstate Commerce Commission. They have been established 
by the railroads in order to move products into foreign commerce 
that might not otherwise move and in order to allow the railroads 
establishing them to secure their part of the export freight business 
of the country, and by no stretch of the imagination can it be said 
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that such reductions in export freight rates constitute a government 
subsidy to the industries that enjoy them. 


“Fair play demands that agriculture be accorded the same 
rights in freight rates given to steel amd automobiles,” said 
Representative Whittington, of Mississippi, in extension of re- 
marks in the Congressional Record. 

“Cotton and other agricultural products must now pay the 
export premiums accorded to steel and automobiles. The rail- 
ways are entitled to a reasonable income. If there is a re- 
duction on one commodity, the aggregate income required on 
railways must be made up on another commodity. If the rates 
on cotton intended for export were materially reduced, the 
farmer would get the benefit. The world price in cotton con- 
trols, and the result would be reflected in a higher price to the 
farmer for his product.” 


COMMISSION PRACTITIONERS 


An additional list of names of those admitted, to practice 
before it was made public by the Commission June 20. The 
list follows: 

F. S. Keiser, Duluth, Minn.; E. W. Reed, Lincoln, Neb.; 
F. C. Hillyer, Jacksonville, Fla.; Ralph Merriam, Chicago, IIl.; 
Elihu Root, Jr.. New York, N. Y.; G. N. Ostrander, Albany, 
N. Y.; H. H. Hartman, Washington, D. C.; John H. Crooker, 
Houston, Tex.; J. H. Cheston, Philadelphia, Pa.; T. M. Pierce, 
St. Louis, Mo.; W. M. Provine, Taylorville, Ill.; Harold R. Mar- 
tin, Detroit, Mich.; H. V. Spike, Detroit, Mich.; F. L. Wallace, 
Ft. Worth, Tex.; C. R. Webber, Baltimore, Md.; Jesse B. Porter, 
Pasadena, Calif.; S. L. Einhorn, Philadelphia, Pa.; R. F. Arm- 
strong, Denver, Colo.; R. D. Hawley, Denver, Colo.; W. H. 
Ferguson, Denver, Colo.; C. A. Phillips, Boston, Mass.; Edward 
A. Haid, St. Louis, Mo.; V. E. Smart, Jefferson City, Mo.; T. M. 
Shackleford, Tampa, Fla.; Geo. W. Billings, Washington, D. C.; 
John J. Newman, Washington, D. C.; James R. Bell, Washing- 
ton, D. C.; Arthur Attwood, Washington, D. C.; “Adolf K. 
Barta, Washington, D. C.; R. M. Gililland, Washington, D. C.; 
J. H. Carroll, Washington, D. C.; A. K. Shipe, Washington, D. 
C.; Charles Kerr, Washington, D. C.; H. L. Walker, Washing- 
ton, D. C.; J. M. Trice, Washington, D. C.; H. J. Gerrity, Wash- 
ington, D. C.; Stanley Konopka, Washington, D. C.; C. C. 
Carlin, Washington, D. C.; M. Carter Hall, Washington, D. C.; 
E. D. Sheffe, New York, N. Y.; C. C. Paulding, New York, N. Y.; 
Charles Franklin, New York, N. Y.; Harry F. Masman, New 
York, N. Y.; C. L. Minor, New York, N. Y.; E. N. Abbey, New 
York, N. Y.; J. P. Blair, New York, N. Y.; Nathan L. Miller, 
New York, N. Y.; Douglas Swift, New York, N. Y.; H. W. 
Clark, New York, N. Y.; James D. Stirling, New York, N. Y.; 
A. G. Anderson, New York, N. Y.; Geo. P. Wilson, Philadelphia, 
Pa.; H. P. Mulloy, Philadelphia, Pa.; R. S. Ingersoll, Phila- 
delphia, Pa.; Walton Dodge, Chicago, Ill.; K. K. Knapp, Chi- 
cago, Ill.; R. C. Stevenson, Chicago, Ill.; D. D. Storey, Harris- 
burg, Pa.; Ralph J. Baker, Harrisburg, Pa.; W. C. Seibert, 
Richmond, Va.; James P. Neal, Olympia, Wash.; E. S. Guber- 
nator, Allentown, Pa.; Charles R. Seal, Baltimore, Md.; W. J. 
McFarland, Chicago, Ill.; D. A. DeVane, Washington, D. C.; 
Thomas B. Milne, Washington, D. C.; Carleton W. Meyer, Wash- 
ington, D. C.; Frederick M. Dolan, Washington, D. C.; R. Gran- 
ville Curry, Washington, D. C.; W. L. Macatee, New York, N. 
Y.; Robert Phillips, New York, N. Y.; W. G. Womble, Raleigh, 
N. C.; J. C. Trimble, Washington, D. C.; D. G. Kibbey, Albany, 
N. Y.; J. M. Crockett, Pocomoke City, Md. 


SANTA FE CONTROL OF ORIENT 


The petition of the New Orleans Joint Traffic Bureau for 
reopening and rehearing in Finance No. 7499, acquisition of 
control by the Santa Fe of the Kansas City, Mexico & Orient, 
has been denied by the Commission. 


BARGE LINE EXPANSION 


Steps looking to the establishment of barge line service 
by the government on the Illinois waterway will be taken under 
the direction of Secretary of War Good, according to the 
following statement issued by the War Department: 


The chief of engineers having made the following certificate under 
the Denison act: 

“T accordingly certify that the improvement. of the Illinois River 
to Utica, and of the Illinois and Mississippi Canal will have advanced, 
so far as now can be foreseen, to a — where reasonably sufficient 
and dependable channels will have en substantially completed by 
February 15, 1931, for safe operation of suitable barges and towboats, 
designed for the special conditions pertaining to the two waterways.” 

The secretary of war has, in accordance with the mandate con- 
tained in the Denison act, directed the chairman and executive of 
the Inland Waterways Corporation to “cause a survey of these 
connecting waterways to- made for the purpose of ascertaining 
the amount of traffic, the terminal facilities and the through routes 
and joint tariff arrangements with connecting carriers, that are or 
will, within such years, probably be available on such tributary or 
connecting waterway.” 

General Ashburn, the chairman and executive of the Inland Water- 
Ways Corp., has made ate mee to make a personal trip of the 
entire length of the Hennepin Canal the early part of July to de- 
termine its physical feasibility for navigational purposes of the Inland 
Wate Corp.,.and is having a study -made in accordance with 
the directions of the secretary of war regarding the other matters. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
tem, — by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West lishing Co.) 





REGULATION OF COMMON CARRIER 


(Supreme Court of New Mexico.) In reviewing order of 
State Corporation Commission, requiring a railroad company 
to reopen and maintain an agency, it is immaterial whether 
the discontinuance of the service was on notice to the patrons, 
on notice to or with permission of the commission, or justified 
by revenues. (Denton Bros. et al. v. Atchison, T. & S. F. Ry. Co. 
et al., 277 Pac Rep. 34.) 

In testing the reasonableness of order requiring a railroad 
agent at a point where not needed for public safety, the num- 
ber of persons to be benefited and the relative value and cost 
of the service are to be considered.—Ibid. 

Where sole inconvenience, resulting from failure to main- 
tain an agent at a station, is in respect to freight traffic, and 
where but slight inconvenience results in shipping and receiv- 
ing carloads, the revenues from which are $19,000, but con- 
siderable inconvenience, principally to two merchants, results 
as to less than carloads, the revenues from which are $1,300, 
an order requiring maintenance of local agent at $2,400 held 
unreasonable.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Conaciaht, 1928, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) In absence of 
stipulation to contrary, carrier’s liability for loss of goods is 
measured by the market value thereof at port of destination 
on the date when they should have arrived. (The Merauke, 
Vacuum Oil Co. v. Rotterdamsche Lloyd, 31 Fed. Rep. (2nd) 
974.) 

Stipulation limiting carrier’s liability for loss of goods in 
consequence of its negligence to invoice cost thereof, without 
offering shipper a choice of rates, is invalid.—Ibid. 

Federal decisions construing, but not passing on, though 
assuming, validity of, provisions in bills of lading, limiting 
earrier’s liability to invoice value of goods lost or value thereof 
at port of shipment, held not binding in suit tmvolvinig validity 
of provision limiting recovery to invoice cost of goods.—Ibid. 


———<$<$—$—$$—__—_—_—_—_—__—_—__—__::.:.— aaa 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


Cue taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Wisconsin.) Railroad company hela not 
liable for loss of plaintiff’s lumber destroyed by fire while on 
side track of railroad company at nonagency station unless it 
was guilty of negligence, regardless of question whether relation- 
ship of shjpper and carrier was created before fire occurred 
under bill of lading governing relationship between parties 
and providing that property taken from station to which there 
was no regularly appointed freight agent shall be entirely at 
risk of owner, except in case of carrier’s negligence. (Ashton 
et al. v. Chicago & N. W. Ry. Co., 225 N. W. Rep 328.) 

If course of business pursued by shippers and railroad for 
four years prior to fire destroying shippers’ lumber while on 
railroad’s side track was such as to create relationship of 
shipper and carrier without agent signing bill of lading, rights 
and liabilities of parties must be determined under terms of 
standard bill of lading made out for car of lumber by shippers 
and mailed to railroad’s agent.—Ibid. 

Bill of lading providing that property taken from station 
at which there is no regularly appointed freight agent shall 
be entirely at risk of owner, except in case of carrier’s neg- 
ligence, until cars are attached to locomotive, is valid since not 
attempting to exempt railroad from consequences of own neg- 
ligence, and was not unreasonable since shipper was better able 
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to protect property at siding than railroad agent several miles 
away.—Ibid. 

In action by plaintiffs to recover damages for loss of car- 
load of lumber destroyed by fire while on side track of railroad 
company alleged to have been caused by charcoal heaters in 
refrigerator car coupled to car of lumber, finding of negligence 
on part of railroad could not be sustained under doctrine of 
“res ipsa loquitur,” which requires circumstances attendant on 
accident to be of such character as to justify jury in inferring 
negligence as cause of injury, but does not modify general doc- 
trine that negligence will not be presumed.—Ibid. 

Mere happening of accident or sustaining of loss on rail- 
way does not raise presumption of negligence, but evidence must 
go farther and tend in some tangible way to show that accident 
resulted from something connected ‘with operation of rail- 
way.—Ibid. 

Doctrine of res ipsa loquitur applies only when agency or 
‘thing causing injury or loss is under control and management 
of defendant.—Ibid. 

Though railroad is liable as common carrier, proof that loss 
aecrued by one of dangers stipulated against prima facie relieves 
carrier of all liability and casts on shipper burden of showing 
liability by evidence of carrier’s negligence.—Ibid. 

Where, under uniform bill of lading, plaintiffs’ car of lumber 
on siding at nonagency station was under protection and at risk 
of shipper who ordered it until it was attached to train, and 
loss to car occurred during time that railroad was exempt from 
liability by bill of lading, unless it was quilty of negligence, such 
exemption prima facie constituted complete defense to action 
against railroad for loss unless plaintiffs affirmatively estab- 
lished fact that loss was occasioned by negligence of railroad. 
—Ibid. 

In action by plaintiffs to recover for loss to car of lumber 
burned while standing on side track at nonagency station 
alleged to have been caused by fire originating in refrigerator 
car coupled to car of lumber, plaintiffs held not to have sus- 
tained burden of showing negligence by railroad, and could not 
recover for loss under bill of lading placing risk on plaintiffs 
while car was on siding unless railroad was guilty of negligence. 
—Ibid. 

(Supreme Court of Oregon.) Bill of exceptions, signed by 
trial judge, who certified that it was presented within time 
allowed, will be considered, notwithstanding supplemental cer- 
tificate to effect that bill of exceptions was not presented within 
time required by court rule, and that no order had been made 
extending time for submitting bill of exception. (Coos Bay 
Amusement Co. v. American Ry. Express Co., 277 Pac. Rep. 107.) 

Where no written motion to strike bill of exceptions was 
filed in Supremt Court and served on opposing counsel, objec- 
tion. to bill of exceptions on ground it was not presented within 
time allowed by rules of court must, under Supreme Court Ruile 
23, be deemed to have been waived.—Ibid. 

Congress, in exercise of its constitutional power, may define 
Hability of carrier engaged in interstate commerce.—Ibid. 

Interstate Commerce Act, Sec. 20. as amended by Carmack 
Amendment enacted by Congress in 1906 (49 USCA Sec. 20 (11) 
(12)), had ‘effect of superseding all-state legislation on subject of 
limitation of liability of interstate carriers.—Ibid. 

Interstate Commerce Act. Sec. 20, as amended by Carmack 
Amendment, the first Cummins Amendment of 1915, and the 
second Cummins Amendment of 1916 (49 USCA Sec. 20 (11) 
(12)), vested Interstate Commerce. Commission with power to 
authorize carrier engaged in interstate commerce {o limit its 
liability by contract with shipper.—Ibid. 

Under Interstate Commerce Act, Sec. 20, as amended by 
Carmack Amendment, the first Cummins Amendment of 1915, 
and second Cummins Amendment of 1916 (49 USCA Sec. 20 
(11) (12)), receipt or bill of lading issued by express company 
and signed by shipper, providing that liability should in no event 
exceed $50, where greater value was not declared, determined 
extent of express company’s liability for wrongful delivery of 
moving picture film.—Ibid. as 

Decisions of United States Supreme Court were controlling 
as to whether receipt issued by interstate express company 
determined extent of liability for wrongful delivery of picture 
film under Interstate Commerce Act, Sec. 20, as amended by 
Carmack Amendment, first Cummins Amendment of 1915, and 
i Cummins Amendment of 1916 (49 USCA Sec. 20 (11) 

It must be presumed that carrier, filing certified copy of 
its schedule rates with Interstate Commerce Commission, had 
authority from Commission to establish and maintain rates 
dependent on declared valuation, since it cannot be assumed, 
merely because contrary was not established by proof, that 
— carrier was conducting its affairs in violation of law. 





EXPRESS: MOTORWAYS 


A joint resolution (H. J. Res. 107) creating a commission 
to study proposals for a_national system of express motorways 
has been introduced by Representative Robison, of Kentucky. 
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RAILROAD EARNINGS 


The Commission’s official statistics on operating revenue 
and operating expenses of Class I railroads, for April and the 
four months ended with April, based on compilations made by 
its bureau of statistics from carrier reports, follow: 
























April 
1929 1928 
Average number of miles operated...... 241,280.27 240,624,89 
Revenues: 
DL iadicanediealswaneraeueeteneals $ 393,058,446 $ 356,572,673 
Passenger 67,509,490 71,071,353 
eee 9,870,260 7,887,517 
Express 14,393,253 12,514,670 
All other transportation ........... 17,854,294 17,023,293 
ES «..cMe cance kice soe dua tees 10,553,053 9,257,830 
BO SO ES aa 1,043,037 1,119,849 
SIG: SOIR Es oc ccctecccccccsscs 326,868 393,013 
Railway operating revenues .... 513,954,965 475,054,095 
Expenses: 
Maintenance of way and structures. 73,908,974 70,933,010 
Maintenance of equipment ......... 101,512,869 96,195,446 
CRE ee res * 10,396,175 10,207,136 
CONOMERONE - o.d0050secccesessdoces 170,897,362 167,259,989 
Miscellaneous operations ........... 4,641,714 4,394,349 
| ey ere... re 16,168,205 16,072,024 
Transportation for investment—Cr. 1,031,466 1,173,468 
Railway operating expenses..... 376,493,833 363,888,486 
Net revenue from railway operations... 137,461,132 111,165,609 
Railway. -taX ACCruals-. ..cccssccccccccee 32,847,702 30,772,160 
Uncollectible railway revenue .......... 120,811 117,009 
Railway operating income ...... 104,492,619 80,276,440 
Equipment rents—Dr. balance.......... 8,210,850 7,603,690 
Joint facility rent—Dr. balante......... 2,077,653 2,054,857 
Net railway operating income.. 94,204,116 70,617,893 
Ratio of expenses to revenues (per cent) 73.25 76.60 
Four Months 
Average number of miles operated...... 241,283.03 240,510.66 
Revenues: 
ADE ey pre Score ee ee $1,516,620,054 $1,429,576,863 
DE ccccedesansadscvacescwnn< 282,758,443 290,031,760 
SEAT, tna diniencted a Gahkem Rami werttié-ernegials-s-é 38,968,637 31,499,448 
ER AE, PO ree eee 45,850,640 41,878,753 
All other transportation ........... 67,186,371 64,725,919 
I als cabin abe amd aaae'eee 0 39,385,586 36,103,946 
BT SS Rens 4,136,475 4,425,141 
eT rrr 1,281,987 1,480,469 
Railway operating revenues .... 1,993,624,219 1,896,761,351 
Expenses: 
Maintenance of way and structures. 253,794,371 250,189,516 
Maintenance of equipment.......... 398,279,882 389,721,213 
ED antic ands Standen sev sl 6tous, dds 41,677,774 41,012,667 
THRMAMOTUREION 6.oc0ccccccsccccccsce 700,123,252 691,752,937 
Miscellaneous operations ........... 18,715,809 17,894,739 
CL. « kicdsi make odugnian scence ae 64,035,351 64,683,411 
Transportation for investment—Cr. 3,370,482 4,358,959 
Railway operating expenses..... 1,473,255,957 1,450,895,524 
Net revenue from railway operations.. 520,368,262 445,865,827 
Railway tax accruals .........sssseees 128,101,943 123, 
Uncollectible railway revenues ........ 399,218 434,626 
Railway operating income ...... 391,866,501 325,307,672 
uipment rents—Dr. balance.......... 29,991,291 29,487,371 
er eity rent—Dr. balance......... 8,129,213 7,881,989 
Net railway operating income.. 353,745,997 287,988,312 
Ratio of expenses to revenues (per cent) 73.90 76.49 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
May 23-31 was 222,626 cars, as compared with 216,313 cars i 
the preceding period, according to the car service division of 
the American Railway Association. The average daily shortage 
reported was 18 gondolas. The surplus was made up as follows: 


Box, 98,483; ventilated box, 908; auto and furniture, 10,533; total 
box, 109,924; fiat, 4,955; gondola, 32,708; hopper, 31,448; total coal, 
64,156; coke, 705; S. D. stock, 23,389; D. D. stock, 3,666; refrigerator, 
14,727; tank, 188; miscellaneous, 916 


Canadian roads reported a surplus of 14,000 cars, made UP 
of 12,400 box, 450 auto and furniture, 500 S. D. stock, and 65) 
refrigerator cars. 

In the period June 1-7, inclusive, the average daily surplus 
of freight cars was 242,411, made up as follows: 


Box, 108,478; ventilated box, 1,050; auto and furniture, 14,727; 
total box, 134,265; flat, 4,831; gondola, 32,972; hopper, 37,146; tote 
coal, 70,118; coke, 667; S. D. stock, 23,877; D. D. stock, 3,478; refrig- 
erator, 14,279; tank, 178; miscellaneous, 728. 


An average daily shortage of 25 gondola cars was reported. 
Canadian roads reported a surplus- of. 14,125 cars, made 
of 12,500 box, 375 auto and furniture, 450 S. D. stock and #l 
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EST CITY. 


brings in 
another 
on time 
record! 


100% on time week ending May 25” 
—makes fourth successive 
week 100% on time... 


“ON TIME!” 


These words are modern magic. 
In them is the germ of our whole 
business structure. Things must 
go through on schedule! 


The Forest City—appropriately 
named for the destination to 
which it speeds with such on time 
dependability—carries rich car- 
goes of perishable freight and 
merchandise from Cincinnati to 
Cleveland. Its recent 100% on 
time record is only one of many 
being turned in week after week 
by Pennsylvania “ Limiteds of the 
Freight Service.” 


These ‘Freight Limiteds’”— 
each one with a name and reputa- 
tion to live up to—have made 


themselves the favorites of Indus- 
trial Traffic Managers throughout 
the country. Serving 8 out of 10 
of the largest cities in the country 
—they bring in their rich cargoes 
‘on time’’—regularly and depend- 
ably as scheduled. 


Shippers ... Consignees 


Pennsylvania service offers you 
three advantages: 


1. By a system of passing reports 
you can find out where—at any 
given time—your shipment is. 


2. You know when it is due to 
arrive. 


3. You have the assurance that it 
will arrive on time. 


Here are six more of the Pennsylvania 
‘‘Limiteds of the Freight Service’’ 
whose on time records—repeated 
week after week—have made them 
the favorites of Industrial Traffic 
Managers. 


STAR UNION LINE 
Perishable— Merchandise 
Seaboard Cities to Chicago 


THE ARROW 
Perishable— Merchandise 
Seaboard Cities to Detroit 





THE QUEEN CITY 
Merchandise 
Cleveland to Cincinnati 


THE EXCELSIOR 
Merchandise 
Buffalo to Chicago 


THE GREYHOUND 
Live Stock 
St. Louis to Seaboard Cities 


THE ORIOLE 
Perishable Freight 
(From Southern States) 
Washington to New York 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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Ocean Shipping News 


BOARD SELLS SHIPS 


The Trafic World Washington Bureau 


Sale of the Gulf West Mediterranean Line to the Tampa 
Inter-Ocean Steamship Company, of New Orleans, the present 
managing operator, for $880,000, was approved by the Shipping 
Board June 20. 

The line operates eight steel cargo steamers of 7,825 dead- 
weight tons each between Gulf ports and Portuguese, Spanish 
and North African ports west of Bizerta and north of and 
including Casa Blanca. 

With the sale of this line the board’s operations were re- 
duced to those on a total of seventeen lines. The board is 
considering bids for the pirchase of two of the remaining lines 
and is preparing advertisements for the sale of two more lines. 

The Shipping Board has authorized sale of the Cerosco to 
Emil Stray, of Norway, for $26,000 cash, with the privilege of 
transfer to foreign registry. It is agreed that after one out- 
bound voyage carrying coal, grain or scrap iron, the vessel will 
not be operated to or from any United States port for a period 
of five years. The Cerosco is a lake-built steel cargo ship of 
3,610 deadweight tons, equipped with reciprocating engines and 
Scotch coal burning boilers. It has been laid up at Norfolk 
since November, 1920. 

The board also has sold the launch Catalina, now at San 
Francisco, to the Matson Navigation Company for $190 cash. 

Chairman O’Connor, of the Shipping Board, June 15, gave 
out the following statement: 


The shipping board today emphatically denied the reports in 
certain morning newspapers that the board had decided to award 
the eighteen ships of the Cosmopolitan and Black Diamond Lines, 
recently offered for sale, to P. W. Chapman and Company, recent 
purchasers of the United States Lines and American Merchant Lines. 
The matter has not even been presented to the shipping board for 
consideration, and the board is awaiting a study and recommendation 
by the Merchant Fleet Corporation before taking the matter up for 
determination. 


BOARD SELLS P. & I. AGENCY 


The Trafic World Washington Bureau 


The Shipping Board has authorized sale of the U. S. P. & I. 
Agency, Inc., the board’s organization for the underwriting of 
protection and indemnity insurance on its vessels, to seven 
American insurance companies engaged in the marine insur- 
ance business, for the sum of $10,000. This group is known as 
the Marine Office of America, and includes the following-named 
concerns: American Insurance Company, Newark, N. J.; Ameri- 
can Eagle Fire Insurance Company, New York; Continental 
Insurance Company, New York; Fidelity Phoenix Insurance Com- 
pany, New York; Firemen’s Insurance Company, Newark; Glens 
Falls Insurance Company, Glens Falls, N. Y., and Hanover Fire 
Insurance Company, New York. 

“The object in authorizing the sale is to launch a strictly 
American protective and Indemnity agency under private owner- 
ship and operation and to give American insurance companies 
the opportunity of developing this branch of the marine insur- 
ance business along with the development of private American 
shipping,” said the board. The agency has been operated under 
Shipping Board control since it was organized. With the rapid 
transfer of Shipping Board iines to private ownership and the 
growing interest of private enterprise in the various phases 
of the shipping business, it is considered no longer necessary 
for the board to maintain its own P. & I. Agency. In making 
the transfer no physical property other than office equipment 
is sold, the purchase price representing payment for the good- 
will and trade name of the agency. 

“The purchasers have agreed to provide Shipping Board 
vessels with P. & I. coverage at the present cost for a period 
of one year, at the end of which premium rates may be adjusted 
by mutual consent. The agreement to operate the agency in 
its present scope is binding on the purchasers for a five-year 
period. With reference to ships on which the government holds 
mortgages and to persons to whom it has made, or shall make, 
construction loans, to charterers of tonnage from the board 
and to American shipowners generally it is agreed that the 
premiums to be quoted will be as low as is consistent with 
sound underwriting practice, having in mind that it is desired 
that American owners and charterers shall be afforded the 
protection of American insurance.” 


PANAMA CANAL TRAFFIC 
In May, 524 commercial vessels transited the Panama Canal, 
paying tolls of $2,296,546.57, according to the Panama, Canal 
Record. As compared with April, there were 16 fewer transits 


in May, while the tolls collected in May were slightly higher 
than in April. As compared with May, 1928, traffic for May 
this year was greater by 16 transits and more than $175,000 in 
tolls. 

For the first eleven months of the fiscal year 1929, there 
were 5,910 commercial transits; and tolls aggregated $24,999. 
570.94. In the same period of the fiscal year 1928 the transits 
were 5,975 and the tolls, $24,928,288.68. 


OCEAN FREIGHT RATES 


The Trafic World New York Bureay 


With the exception of a few flurries of activity in the sugar 
and oil trades, the full cargo freight market has been dull the 
last week. Cable advices indicate the prevalence of similar 
conditions abroad. Slackness continues in the grain trade and 
shippers apparently are inclined to hold out for even lower rates 
than are now offering. The present basis is about 914c North 
Atlantic Range and llc Montreal to Antwerp or Rotterdam. 
One lumber fixture was reported from the Gulf to the Plate, 
June-July loading, at about 145s. On the west coast, lumber 
to China is quoted at $9 and to United Kingdom and Continent 
the rate is about 50s. In the oil trade, time charterers are in 
the market for both clean and dirty vessels for six to twelve 
months, but owners are holding out for longer periods and higher 
rates. 

Asking rates on grain and sugar for prompt loading are: 

Heavy grain: London, Liverpool and Manchester, 1s 6d; Glasgow, 
2s 3d; Hull, 2s 14d; Avonmouth, 2s 144d; Leith, 2s 3d; Irish ports, 
2s 6d; Hamburg, 8c; Bremen, 9c; Rotterdam, Antwerp, 9c; Havre, 
Dunkirk, Bordeaux and St. Nazaire, 10c; Marseilles, 12c; Genoa, Leg- 
horn and Naples, 12c; Venice and Trieste, 18c; Sweden, 16c; Greece 
and Malta, 21c; Copenhagen, 10c. 

Asking rates to active sugar ports are quoted for prompt loading: 
United Kingdom, 25c; Genoa and Naples, passenger, $8.50, and freight, 
$1 less; French Atlantic, 25c; Marseilles, $7 per long ton; Bergen and 
Oslo, 30c; Montevideo, open; Melilla, 35c; Barcelona, $7 per ton; 
Helsingfors, $9. ’ 

The Munson Inland Water Line announce suspension of 
operation of several of their barge canal fleets on account of 
slackness in the grain trade and prevailing low rates. The 
grain traffic of the canal last year amounted to about 40,000,000 
bushels, but this year’s trade is not expected to be half as 
large. Hope is expressed that readjustment of the eastbound 
rail rate on grain at the expiration of the time limit of the 
present emergency tariff may improve the situation on the 
waterway. The Munson Company owns fifty canal barges and 
twenty steamers. Other barge canal operators have not indicated 
any intention of following the example of the Munson Company. 
They state that the outlook is good and that there is at present 
no surplus of tonnage available. 


PORT EQUALIZATION INQUIRY 


Senator Gillett, of Massachusetts, has introduced a joint 
resolution (S. J. Res. 64) authorizing and directing the Inter- 
state Commerce Commission and the. Shipping Board to make 
a joint investigation into the practicability of equalizing rail 
rates and ocean rates on. export and import freight traffic be 
tween points in the United States and points in foreign countries 
via the several United States ports, and to make a joint report 
thereon. 

The resolution, introduced just before the Senate adjourned 
June 19 until August 19, was referred to the committee on com- 
merce. 

Senator Gillett said the resolution was offered in connec- 
tion with the desire of New England ports to obtain an adjust- 
ment of rates that would remove the disadvantage now suffered 
by those ports because of the existing adjustment. 

The resolution asks that, because the Constitution of the 
United States provides that no preference shall be given by 
any regulation of commerce or revenue to the ports of one 
state over those of another, the Commission and the Shipping 
Board report to Congress to what extent the export and import 
rail rates to and from the several ports are now equalized, and 
to what extent the ocean rates between United States ports 
and ports in adjacent foreign countries are now equalized. It 
further asks for report as to what extent ports in adjacent 
foreign countries now have an advantage in rail rates over 
United States ports on export traffic originating at or on import 
traffic destined to points in the United States. It calls for 
recommendations as to whether or not it is necessary or desif- 
able in the public interest that rail rates on export and import 
traffic to and from the several ports, including those in adjacent 
foreign countries, be equalized to a substantially greater extent 
than is now the case, and for a similar recommendation as t0 
ocean rates. 
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LINES UPHOLD LIGHTERAGE SYSTEM 


The Trafic World New York Bureau 


Eleven steamship companies regularly using pier facilities 
along the New Jersey waterfront have petitioned Governor 
Larson asking his influence in maintaining the present light- 
erage system in New York Harbor. 

“From the standpoint of steamships docking on the New 
Jersey side of the Harbor,” say the petitioners, “the lighterage 
of freight is a practice of great value which should not be pen- 
alized.” They further declare that “any agitation of this mat- 
ter before the Interstate Commerce Commission will be detri- 
mental to the movement of freight through this great port and 
all sections of it.” 

In a statement to the public, the steamship operators along 
the New Jersey side of the Hudson River disclosed that they 
had been in conference on the threatened fight, and, because 
of their practical experience, they were of the opinion that an 
additional charge for lightering or trucking freight across the 
river would be detrimental to the best interests of both the 
state of New Jersey and the Port of New York. 

It was pointed out that any change that would break up 
the facilities now offered through the Port of New York, where 
all waterfronts both in New York and New Jersey can be used 
on an equality of rates, would result in a benefit to other ports 
where all facilities are a unit and where in some cases differ- 
ential rates apply as against the Port of New York. 


OCEAN AGREEMENTS APPROVED 


Summaries of ocean agreements filed under section 15 of 
the shipping act of 1916, and approved by the Shipping Board, 
June 19, follow: 





An agreement among the carriers comprising the Java New York 
Line. The Java New York Line is the trade name of a joint service 
maintained by Stoomvaart Maatschappy ‘‘Nederland,’” Rotterdamsche 
Lloyd, Holland-America Line, The Ocean Steamship Company, Ltd., 
and The China Mutual Steam Navigation Company, Ltd. Under 
the agreement the net freight, after deduction of 50 per cent as car- 
rier’s allowance, on all cargo carried from the East Coast of the 
United States to the Dutch East Indies, except case oil, lubricating 
oil and treasure, is to be pooled. On case oil and lubricating oil the 
carriers are to receive out of the pool an amount suflicient to equal- 
ize the average carrier’s allowance per manifest ton on cargo other 
than case oil or lubricating oil during the same period; while on case 
oil for Ambon, Menado and Ternate the carriers are to receive an 
additional allowance of $1 per ton out of the pool. Steamers calling 
at a South‘Atlantic port to load rosin for the Dutch East Indies are 
permitted to deduct $1,500 from the amount payable to the pool. 
Distribution of the pool is to take place each four months on the 
basis of space available for revenue cargo in the vessels furnished 
by each carrier during the pool period. 

Vessels are to rank in the pool on the basis of a maximum of 
11,000 tons; space in excess of this maximum is to be disposed of by 
the owner of the vessel only in the event that it cannot be used for 
Java New York Line cargo. If all of the cargo space cannot be 
filled with Java New York Line cargo the owner may, upon notice 
to the other parties, use such space for cargo coal to Port Said or 
the Dutch East Indies, or for additional bunker coal. Filling-up 
cargo for ports en route other than Port Said may be taken only 
with the consent of the other participants in the agreement. The 
members reserve the right to use whatever space is necessary for 
the carriage of passengers on their vessels, such space to be de- 
ducted from the pool tonnage. All matters pertaining to the pool 
are to be decided by a majority of votes. 

Bull Insular Line, Inc., with The Export Steamship Corporation: 
Arrangement covering movement of shipments on through bills of 
lading from Genoa and Naples to Porto Rican ports. Through rates 
under the agreement are to be based on direct line rates and appor- 
tioned 3/7ths to Export and 4/7ths to Bull Insular, the latter to ab- 
sorb cost of transshipment at New York. 

Bull Insular Line, Inc., with The Export Steamship Corporation: 
Through billing arrangement in respect to shipments from Porto 
Rico to Genoa and Naples, with transshipment at New York. Through 
rates are to be based on direct line rates and apportioned 3/7ths to 
Export and 4/7ths to Bull Insular, the latter to absorb the cost of 
transshipment. 

States Steamship Company with Tacoma Oriental Steamship 
Company: Agreement providing for through movement of shipments 
from Far East ports of call of States Steamship Company to Seattle 
and Tacoma, with transshipment at San Francisco. Through rates 
are to be those of the States Steamship Company and are to be ap- 
portioned 2/3 to that company and 1/3 to Tacoma Oriental. Cost of 
transshipment including customs charges and state tolls are to be 
borne in equal proportions by the participating lines. 


PORT OF HOUSTON REPORT 


The bureau of operations of the Shipping Board announces 
the publication of a revised report on the port of Houston, 
Tex., in one volume. Prepared jointly by the Shipping Board 
and War Department, pursuant to the policy of these govern- 
mental agencies of encouraging the development of the Amer- 
ican merchant marine, the promotion of water transportation, 
and of assisting commercial and shipping interests in the up- 
building of American trade, the report is the result of a special 
investigation conducted by representatives of the bureau of 
operations of the Shipping Board and the board of engineers 
for rivers and harbors of the War Department. 

This volume is one of a series of similar publications con- 
taining a mass of detailed information assembled for ready 
reference by owners and operators of vessels, as well as others 
having occasion to use our ports for commercial shipments. 
The report points out that Houston was originally inac- 
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cessible to ocean-going vessels as it was situated some 50 milg 
inland from Galveston Bay. However, Congress on March 3, 
1899, passed an act authorizing the construction of a channg 
25 feet deep, 150 feet wide at the bay, and 100 feet wid 
thence to Houston. Later this plan was modified so as t 
terminate the channel with a turning basin about seven miles 
from the main street of the city of Houston. Local interests 
contributed one-half the cost of building this channel as wel 
as one-half the cost of two pipe-line dredges for maintenance 
of the channel. The growth of shipping was so rapid that the 
channel soon proved inadequate, and Congress by an act of 
March 2, 1919, approved a plan for deepening it to 30 feet, ang 
a further width to 250 feet across Galveston Bay and 150 feet 
to the turning basin at Houston. Local interests again cop. 
tributed toward the completion of this project which was fip. 
ished in September, 1925. At the solicitation of the people of 
Houston, Congress in 1927 approved a plan for an examination 
of the channel with a view to increasing both the depth ang 
width if it is found necessary in order to accommodate the 
flow of commerce. The recital of these facts shows the im. 
portance of the port of Houston to world commerce. 

A study of figures for the fiscal year ended June 30, 1927, 
prepared especially for the report by the Shipping Board, 
shows that out of a total of 227,000 cargo tons of imports, 75,000 
tons came from the United Kingdom and Europe, while 19,000 
tons came from the north and east coasts of South America, 
16,500 tons came from Canada and Newfoundland, and 116,000 
tons from Mexico. The Shipping Board figures further show the 
destination of 2,647,000 cargo tons of exports moving through the 
port. Of this total 2,200,000 cargo tons went to the United 
Kingdom and Europe, 127,000 tons to the West Indies, 15,500 
tons to the north and east coasts of South America, 110,000 
tons to Central America, 122,000 tons to the Orient, and 19,000 
tons to eastern Canada and Newfoundland. It will be seen 
from these figures that Houston’s trade is well distributed. 

According to the publication the business of the port has 
expanded rapidly in the last 10 years, increasing from a litile 
over 1,000,000 tons in 1917 to 7,000,000 tons in 1924, and to al 
most 13,000,000 tons in 1928. Petroleum products exceeded 
in tonnage all other commodities imported at Houston in the 
period covered by the report and in point of export tonnage 
the same commodity exceeded all other exports. Cotton took 
second place among the exports with an annual average move 
ment of almost 205,000 tons for the period from 1917 to 1926, 
inclusive. With the construction of modern terminal facilities 
both at the turning basin and at Manchester, two miles below 
the turning basin, Houston, it is stated, is well equipped to 
handle in an efficient and expeditious manner the commerce 
which may flow through the port. With its large cotton com- 
presses, warehouses, wharves, piers, grain elevators, belt line 
railroad, classification yard, bunkering facilities, and with fa- 
vorable railway rates the port is in a fair way of making a still 
larger contribution to world trade,*the report says. 

A great deal of credit is given the Houston Port Commis- 
sion and the local commercial interests for their attitude to- 
ward the port. 


WATERWAYS TO ATLANTIC 


“There is no denying the fact that the states from Ohio to 
Wisconsin are united in their unrelenting, bitter and unreason- 
ing opposition to the construction of what is known as the all- 
American route by the Hudson River to the Great Lakes,” sald 
Representative Fish, of New York, in remarks in the House. 

“They have swallowed all the propaganda in favor of the 
St. Lawrence route, hook, line and sinker. I am not here to 
blame them. I am not here to accuse them of being un-Amer- 
ican, but simply to ask them to remain open minded while we 
present the facts on the other side and try to prove at least 
to them and the American public that it is to their own adval- 
tage to construct a canal along the Hudson River in pref- 
erence to the St. Lawrence route.” 


NICARAGUA CANAL SURVEY 


President Hoover has appointed an interoceanic canal board 
of five members, headed by Major-General Edgar Jadwin, chief 
of engineers of the army, to make the investigation and survey 
with respect to the building of a Nicaraguan Canal or other 
isthmian canals as authorized by the resolution adopted at the 
last session of Congress. The other members of the board are 
Major Ernest Graves, U. S. A., retired; Sidney B. Williamsot, 
Dr. Anson Marston, and Frank M. Williams, civil engineers. 


MANILA DIRECT SERVICE 


The Matson Navigation Company announces the establish 
ment of a direct 23-day service from Los Angeles and San Frat- 
cisco to Manila, to be known as the “Manila Direct Service. 
The schedules will clip four days off the fastest service now i2 
effect, according to the announcement. Sailings from San Frat 
cisco will be as follows: Maliko, July 12; Maunalei, August 9: 


Maunawili, September 6; Maliko, October 4, and every twenty 
eight days thereafter. 


Sailings from Los Angeles will be sit 
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Miers Mba Sinvice 


is personal service 


EHIND the greatly speeded “Minute Man Service” 

of the zew Boston and Maine Railroad stands a 

loyal, trained traffic and operating personnel. This or- 

ganization is alert not only to provide to the shipper, 

in New England and outside, all the advantages inher- 

ent in a $71,000,000 improvement program but also the 

personal attention to individual needs that makes such 
service the more notable. 

New car-retarder yards, new special terminal facilities, 
new roadbed, new bridges, new heavy power—with 
these modern tools the men of the Boston and Maine 
daily are writing new meanings into “Minute Man Serv- 
ice.” But their efforts for the shipper go far beyond the 
efficient employment of mechanical aids. 

From coast to coast Boston and Maine representatives 
ate giving personal attention to your problem—both 
before and after your shipment is made. North, east, 
south or west, a word to the nearest Boston and Maine 
tepresentative not only engages his immediate personal 
effort but sets in motion an extensive machine, built to 
meet with the utmost dispatch inquiries, requests and 
emergency situations. 

The mainspring of this service machine is the Boston 
and Maine’s centralized Service Bureau in the Traffic De- 
partment at Boston, to which can be forwarded for action, 
direct or through any Boston and Maine agent, any 
request at any time. 

The expert staff of the Service Bureau, in contact 
constantly with car movements the country over, as 
well as with all Boston and Maine agents and depart- 
ments, expedites shipments, gives quick and accurate 
information on locations, arranges diversions and recon- 
signments, traces cars and sets up emergency service. 

Through the use of passing reports, of a battery of 
phones and a network of telegraph wires the Boston 
and Maine’s centralized Service Bureau obtains quickly 
the desired information and gives it at once to the ship- 
per or consignee. It gets action! 

To learn this you’ve only to take your problem to 
the nearest Boston and Maine traffic representative. 
You will find him an important part of the Service 
Bureau organization. The result will be action —“Minute 
Man Service.” 








BOSTON AND MAINE 


FREIGHT TRAFFIC REPRESENTATIVES 
BOSTON, MASS.—Room 831 Chamber of Commerce Building 


H. Brown, General Agent 
D. F. SULLIVAN, Commercial Agent 


BOSTON, tse: .—Room 302 Grain & Flour Exchange Building 


BoyrNnTON, Foreign Freight Agent 
saab eve. —General Office, Lechmere Square 
F. LeDuc, New England Freight Agent 
semasio. N.Y.—444 Ellicott Square Building 
Grover C. ALDRICH, General Agent 
CARIBOU, ME. 
G. L. Perxins, General Agent 
CHICAGO, ILL.— Utilities Building, 327 South La Salle St. 
W.H. SKILLEN, General Western Agent 
L. R. Lutu, Commercial Agent 
E. N. Mayer, Traffic Representative 
G.A. GERHARD, Traffic Representative 
Gave OHIO— 1238 Terminal Tower Building 
F. MOCKLAR, General Agent 
ne... -< N.H. 
. J. MACAULAY, Division Freight Agent 
. W. ADAMS, Travelling Freight Agent 
DETROIT, MICH.— 5-135 General Motors Building 
J. WriGut, General Agent 
. McGIvney, Traffic Representative 
K.D. BEERS, Traffic Representative 
KANSAS CITY, MO.—515 Railway Exchange Building 
S.A. RUSSELL, General Agent 
MEMPHIS, set — —619-621 Cotton Exchange Building 
H.H.S$ CHUTT, General Agent 
G. J. Wuite, Traffic Representative 
eee 4 3. QUE.—437 St. James St. 
F. LANE, General Canadian Agent 
NEW YORK CITY—916-918 Woolworth Building 
W.H. Lopas, General Agent 
W.J. SHANLEY, Traffic Representative 
E.J. , Lraffic Representative 
PILAR SA. PA. ~425 Widener Building 
C. H. KELEHER, General Agent 
H. F. SexwortH, Traffic Representative 
eileen wx. PA.— 301 Kapgess Building 
We Ses . CHAMBON, General Agent 
L. A. Futyer, 71 vaffic Representative 
PORSEAI ME.—FEastland Hotel—Tel. Forest 113 
W. ApBorr, District Manager 
5. is BaTHRICK, Trafic Rebresentative 
H. A. BUCKLIN, Traff Representative 
ST. LOUIS, MO.—1980 Railway Exchange Building 
H. B. CHurcu, General Agent 
SAN Bh ata CALIF.—201 Monadock Building 
TRAcY CUMMINGS, Pacific Coast Agent 
SEATTLE, WASH.— White-Henry-Stuart Building 
H. L. ANDERSON, Commercial Agent 
srRINGrEyS, MASS.—1694 Main Street 
P. W. WATERS, Division Freight Agent 
W. A. CHEYNE, Traveling Freight Agent 
R.G. HILLMAN, Traveling Freight Agent 
TROY, N.Y.—Union Station 
E.C. Ors, Division Freight Agent 
E i Jongs, Traveling Freight Agent 
WORCESTER, MASS.— Lincoln Square 
.R. Powers, Division Freight coy 
a CALLAHAN, Mee ry Freight Agent 
pS ‘B. sage Vg Freight Agent 
botany 
M.L. en. H reveling Freight Agent 


J. N. GALL, General Freight Agent 
P. J. MULLANEY, Asst. Freight Traffic Manager 
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days prior to the dates of departure from San Francisco. The 
Maunalei and Maunawili are equipped for fifty tons refrigerator 
cargo and the Maliko will be equipped the first voyage out. Calls 
will be made at Iloilo and Cebu and other island ports as in- 
ducement offers, returning via Honolulu. 


NEW YORK SHIPPERS’ CONFERENCE 


Warning of a growing movement and demand in the middle 
west for regulation by the Commission of intercoastal steam- 
ship rates was sounded by William H. Chandler, chairman of 
the Shippers’ Conference of Greater New York and traffic man- 
ager of the Merchants’ Association, at Tuesday’s meeting of 
the conference. The meeting was called to consider complaints 
of freight congestion at intercoastal steamship line piers, due to 
failure of some receivers of freight to remove their goods within 
the regular fifteen days’ free time, in some cases permitting 
freight to remain on the piers, from twenty to fifty-four days. 

“The Interstate Commerce Commission,” Mr. Chandler said, 
“is the wet nurse of the railroads and the west wants to get 
intercoastal port to port and water rates under the control of 
the Commission. If that ever happens, then heaven help the 
shippers and the intercoastal steamship companies.” 

W. P. Hedden, traffic manager of the Port of New York 
Authority, laid before the meeting the results of investigations 
made by that body of conditions on the intercoastal piers in 
New York. The inquiry, he explained, was started on the com- 
plaint of a St. Louis chemical company, which had suggested 
that conditions were burdensome for shippers. It was found, he 
said, that, while there were no extended truck delays, portions 
of cargoes received in the peak period in the fall were left to 
occupy space on the piers for four to seven weeks after dis- 
charge from the ship. 

When the matter was brought to the attention of the 
steamship companies, he said, they expressed their willingness 
to accept uniformity of action in clearing cargo from the piers 
so that trucks might be enabled to operate with greater freedom 
and less loss of time. It was found that under existing con- 
ditions sixty to seventy per cent of the trucks took less than 
one hour from entrance to exit from the piers. 

Daily telephone contact between traffic manager of shippers 
or consignees and the steamship pier agents was suggested as 
a means of avoiding temporary delay in getting into the piers 
at certain hours. The practice of the large trucking companies 
in maintaining a foreman at the piers to supervise the as- 
sembling of merchandise was commended as one worthy of 
emulation. 


PENNSY VISITS S. AMERICA 


The Pennsylvania Railroad has issued an illustrated book- 
let describing a four months’ tour of South America recently 
completed by two of its traffic officers. 

H. M. Phillips, foreign freight agent, and Henry Opperman, 
Jr., foreign passenger agent, were sent to the southern continent 
for the purpose of telling the South American people something 
of the operations of the Pennsylvania Railroad and attracting 
to the company’s lines a greater volume of the rapidly growing 
traffic, both passenger and freight, between North and South 
America. The railroad also desired to have a part in the move- 
ment inaugurated by the business and commercial interest of 
the United States to strengthen the feelings of mutual under- 
standing, good-will and helpfulness between the two continents. 

Traveling more than 13,000 miles and visiting practically 
every center of importance in South America, Mr. Phillips and 
Opperman talked with hundreds of business men, industrial 
leaders, government officials, heads of traffic organizations— 
in fact, representatives of every phase of business and profes- 
sional life. They were cordially received and were deeply im- 
pressed by the fact that the people of Latin America, particu- 
larly the business men, are anxious to strengthen and broaden 
their contacts with North American industry, to profit by more 
extensive knowledge of its methods and practices, and to estab- 
lish their relations with the commercial interests and the people 
of the United States on a still more satisfactory and mutually 
helpful basis. 

The Pennsylvania Railroad representatives were particularly 
impressed with a sense of the tremendous possibilities for com- 
mercial and industrial growth offered by South America and 
the forward strides being taken in every field of activity. With- 
out sacrificing their native charm and culture, it is stated, the 
nations of the southern continent are rapidly adapting to their 
own needs the modern and efficient practices that characterize 
the business methods of their northern neighbor, and, as a re- 
sult, the volume of their trade is increasing by leaps and bounds. 

The broadminded and liberal spirit of American business 
men in South America and their. ideals of mutually helpful serv- 
ice, the railroad representatives report, are having a tremendous 
influence on the Latin American people, and some of the results 
may be seen in the constantly growing volume of traffic and 
‘trade between the nations of the southern continent and the 
United States. 
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Close contacts were established by Mr. Phillips and My 
Opperman with business and commercial organizations, tourig 
agencies, steamship companies, travel bureaus and other agencig; 
having to do with trade and travel, and studies were made of 
all details connected with the movement of passenger and freight 
traffic between Latin America and the United States. 


SEAMAN’S INJURY SUITS 


Senator Sheppard, of Texas, has introduced S. 1549, a bil 
relating to personal injury suits by seamen. 


MARINE WORKING CONDITIONS 


Senator Norris, of Nebraska, has introduced a bill (S. 1574) 
“to secure safe working conditions on board vessels for thoge 
employed in loading and unloading cargo.” The bill was re 
ferred to the committee on commerce. 


REVENUE FREIGHT LOADING 


Recovering from the slump in loading owing to observance 
of Memorial Day, revenue freight loading again exceeded the 
million-car mark the week ended June 8, according to the car 
service division of the American Railway Association. 

The total was 1,054,792 cars, as compared with 971,92 
cars the preceding week, and 995,570 and 1,028,367 cars in 
the corresponding periods of 1928 and 1927, respectively. 

Revenue freight loading by districts the week ended June 
8 be for the corresponding period of 1928 was reported as 
follows: 


Eastern district: Grain and grain products, 6,070 and 5,463; live 
stock; 2,164 and 2,257; coal, 36,877 and 37,338; coke, 2,792 and 1,922; 
forest ae 4/328 and 4,724; ore, 6,908 and 5,669; merchandise, 
L. L., 72,568 and 71,514; miscellaneous, 112,035 and 101,223; total, 
1929, 243, "742: 1928, 230, 110; 1927, 237,392. 

‘Allegheny district: Grain and grain eredecta, 2,703 and 2,470;. live 
stock, 1,726 and 1,946; coal, 38,226 and 37,491; coke, 6,196 and 5,060; 
forest products, 3,347 and 3,948; ore, 14, 751 and 13, 514; merchandise, 

Cc. 54,996 a nd 52, 191; miscellaneous, 97,823 and 89, 370; total, 1929, 
yo, 768: "1928, 204, 590; 1927, 209,444. 

Pocahontas district: Grain’ and grain products, 205 and 168; live 
stock, 160 and 170; coal, 42,137 and 40,172; coke, 395 and 359; forest 
products, 1,742 and 1,596; ore, 140 and 123; merchandise, L, C. L, 
7,553 and 7,548, miscellaneous, 6,609 and 5, 761; total, 1929, 58, 941; 1928, 
55,897; 1927, 61,888. 

Southern district: Grain and grain products, 4,197 and 3,370; live 
stock, 1,750 and 1,973; coal, 20,237 and 20,831; coke, 530 and 487; 
forest products, 21, 087 and "17, 705; ore, 1,243 and 924; merchandise 

Cc. L., 39,861 and 39,379; miscellaneous, 55, 801 and 52, 249; total, 1929, 
144: 706; 1928, 136,918; 1927, 148,551. 

Northwestern district: Grain and grain products, 9,731 and 9,466; 
live stock, 6,534 and 7,923; coal, 4,304 and 4,138; coke, 1, 838 and 1,407; 
ero products, 19,597 and 17, 823; ore, 51,500 and 42,708; merchandise, 

C. 33,490 and 33,904; miscellaneous, 47,805 ‘and 44,359; total, 
1929, 114 799; 1928, 161, 728; 1927, 165,367. 

Central ‘Western district: Grain and grain products, 10,760 and 
8,778; live stock, 9,770 and 10,932; coal, 7,908 and 7,729; coke, 298 
and 331; er products, 12,493 and 12, 191; ore, 4,197 and 3,510; mer- 
chandise, le. © » 35,154 and 35,016; miscellaneous, 57,221 and 87, 304; 
total, 1929, 137, ‘801: 1938, 135,791; 1927, 134 

Southwestern district: Grain and grain products, 5,289 and 4,539; 
live stock, 2,347 and 2,563; coal, 3,553 and 3,333; coke, 127 and r 
forest products, 7,369 and : # 337; ore, 715 and 470; merchandise, L. C. L 
16,670 and 16,619; miscellaneous, 38, 965 and 35, 688; total, 1929, 75,085; 
1928, 70,536; 1927, 70,751. 

Total all roads: Grain and grain products, 38,955 and 34,254; live 
stock, 24,451 and 27,764; coal, 153,242 and 151, 032; coke, 12, 176 and 
9,653; forest products, 69, 963 and 64, 224; ore, 79, 454 and 66, 618; mer- 
chandise, a GG. aa, ’260, 292 and 256, 171; miscellaneous, 416, 259 and 
385,854; total, 1929, 1,054; 192; 1928, 995, 570; 1927, 1,028,367. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


1929 1928 1927 
Four weeks in January........... 3,570,978 3,448,895 3,756,660 
Four weeks in February.......... 3,767,758 3,590,742 3,801,918 
Five weeks in March...........++. 4,807,944 4,752,559 4,982,547 
Four weeks in April.........0.++. 3,983,978 3,740,307 875,589 
Four weeks in May.........sseeeee 4,205,709 4,005,155 4,108,472 
Week ended June 1..........-+e0% 971,920 934,673 911,510 
Week ended June 8.........-+.e8- 1,054, "792 995,570 1,028,367 


—_— 


22,465,063 





TOUR. i cevesorcveccscecaseveoee 22,363,079 21,467,901 


CONGRESS TAKES RECESS 


Under a concurrent resolution appoved by the Senate and 
the House, the Senate, June 19, adjourned until Monday, August 
19, and the House, on the same day, adjourned until Monday, 
September 23. 

In the meantime the Senate committee dealing with pre 
posed tariff legislation will continue its work looking to the 
reporting of a tariff bill to the Senate by August 19. The Dill 
then is to be taken up in the Senate. The House, which has 
completed the special session schedule so far as it is concerned, 
will return September 23 in the hope that the Senate by that time 
will have enacted a tariff bill that the House may then consider. 





NORTHERN PACIFIC LAND GRANTS 


Congress: has passed S. 669, the bill providing for settle 
ment in the courts of issues involved in claims of the Norther 
Pacific under government land grants. 
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Meeting the Popular Demand 
for Fast Freight Service 


To supply the popular demand for more speed in modern 
freight transportation, the BUFFALO, ROCHESTER AND 
PITTSBURGH RY. has added two more fast freight trains. 


The Night Hawk 


For fast, dependable freight serv- 
ice from Cincinnati and shipments 
from the South and Southwest via 
Cincinnati, also shipments from the 
Pittsburgh district, we recommend 
the Night Hawk. 


Connecting with Baltimore and 
Ohio symbol train leaving Cincin- 
nati in the late afternoon, the 
Night Hawk leaves Pittsburgh 
4:02 p. m. the follow- 
ing day and arrives in 
Buffalo 10:40 the next 
morning. 


Cars routed via the 
Night Hawk leave Buf- 
falo the same day on 
fast trains for Eastern 
and Canadian points 


BUFFALO 
ROCHESTER 


PITTSBURGH ] 


22) BUFFALO 
_ 4 
SS ROCHESTER 


The Black Hawk 


A companion train to the Night 
Hawk leaves Buffalo 10:45 p. m. 


‘daily, arriving in Pittsburgh the 


next afternoon, making connection 
with Baltimore and Ohio fast sym- 
bol trains for points to and via 
Cincinnati; also for points East 
and Southeast of Pittsburgh. 


Affording splendid service to 
shippers in the Niagara Frontier 
district, the Black 
Hawk also gives excep- 
tional service to car- 
load shipments from 
New England, the East 
and Canadian points 
routed via Buffalo for 
the Black Hawk. 





Questions and Answers 


In oe onan will be enamored questions od ag 
practical nature that ay Ee ey ng with traffic. speciali 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to an or question relating to the law 
of interstate transportation of t. traffic man of long experience 
and wide knowledge will cnnet ooeions a practical traffic 

iblems. We do not desire to ¢ the place of traffic man but to 

him in his work. 
The right is reserved 
quéstion, legal or traffic, that it may ap to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. If a more comprehensive answer to a question is 
desired than is thought proper for this column, the department will 
answet it by letter for a reasonable e. 
ress ions and Answers “ye 
Traffic Service Corporation, Mills Building, Washington, D. C. 


to refuse to answer in this column any 


Rates—Class of Transportation Service Determines Rate to 
Be Applied 

South Dakota.—Question: We were shipping cream from 
points in southern Nebraska and northern Kansas which points 
are located on the Burlington line. This cream was being 
billed to us as second-class express but we did not notice for 
some time that this was the case and therefore were paying 
much higher rates than the joint baggage rates would be. For 
example, the rate being charged from Indianola, Nebraska, for 
a ten-gallon can of cream was $2.14 and the joint baggage rate 
is 98 cents. There were several points down in Nebraska where 
over-charges were being made. We got the railway company to 
bill this stuff properly and for the past several months have been 
using the joint baggage rates. We filed a claim against the Ameri- 
can Railway Express Company for the over-charges, claiming that 
the Burlington Railway Company does not permit cream to be 
shipped by express over their line, as there are joint rates in 
effect. Sioux Falls is served by the Great Northern Railway 
and we have a joint tariff, No. 319-C, which gives us the lower 
rate mentioned above. The Express Company has refused 
settlement. 

Please give us your opinion of this claim. 

Answer: Where express service is used at the instance of 
the shipper the charge applicable for express service must be 
assessed, whether a joint through rate or a combination of 
intermediates. 

In the absence of a published tariff rate the Commission 
will determine what would have been a reasonable charge for 
the transportation service performed. See Memphis Freight 
Bureau vs. K. C. S., 17 I. C. C. 90. 


Routing and Misrouting—Conflict Between Route and Rate 
Shown in Bill of Lading 

Illinois —Question: A carload of rough stone was shipped 

oe Minnesota Jct., Wis., to Arlington Heights, Ill. during May, 
926. 

The shippers gave the railroad agent at Minnesota Jct., 
Wis., a bill of lading, inserting the rate thereon of 7c per cwt. 

The agent at point of origin happens to be a joint agent for 
both the Chicago, Milwaukee, St. Paul & Pacific Ry Co. and 
the Chicago & Northwestern Railway Co. 

The bill of lading simply called for C. & N. W. Ry. delivery 
and shipment moved as follows: C. M. St. P. & P. to Chicago, 
Ill., and the C. & N. W. Ry. from Chicago to Arlington Heights, 
Ill., and although bill of lading had the 7c rate inserted, which 
is the local C. & N. W. Ry. Co. rate on this traffic, the agent 
routed as stated. ' 

After two years or more, the C. & N. W. Ry. Co. noticed the 
error in rate charged and now wants to collect balance due 
bill on basis of rates via Chicago, Ill., which the shippers refuse 
to pay as the joint agent at Minnesota Jct., Wis., should have 
routed car locally over the C. & N. W. Ry. Co. as he knew that 
Arlington Heights, Ill., is a C. & N. W. destination point and 
had he done so the 7c rate would have applied. 

It is the contention of shippers as well as this association 
that the originating carrier’s agent is responsible for the error 
in routing and under I. C. C. Conference Rulings 214 (i) and 
286 (f) the balance due bill can not be legally collected on 
account of agent’s error in executing a bill of lading that 
called for a specific rate and such execution holds carriers 
responsible to route shipments to protect that rate. 

Answer: We can locate no decision of the Commission 
which deals specifically with the question involved in your in- 
quiry. Our opinion is that if the shipper tendered the shipment 
in question to the joint agent on a bill of lading of the C. M. 
St. P. & P. there was no error on the part of the agent in 
not notifying the shipper that the rate shown in the bill of 
lading did not apply via that line. In our opinion, the principle 
of the Commission’s decision in McLean Lumber Co. vs. L. & 
N. R. R. Co., 22 I. C. C. 349, is applicable. In this case the 
Commission holds that where a shipper tenders a shipment to 
a carrier with a bill of lading showing a certain rate, which 
rate is not applicable via any route in connection with that 
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carrier but is applicable in connection with another line a 
initial carrier, the line to which the shipment is tendered jg 
not obliged to deliver it to a competing line for the purpose of 
giving the shipper the benefit of the rate shown in the bill of 
lading. 

If, however, the shipment was tendered to the joint agent 
on a bill of lading of the C. & N. W. Ry., there was misrou 
on the part of the carrier’s agent in forwarding the shipment 
via a route over which the rate shown in the bill of lading 
did not apply. Brownell Improvement Co. vs. B. & O. C. R. Ry, 
Co., 85 I. C. C. 461; Republic of France vs. M. K. & T. Ry. Co, 
77 I. C. C. 383. Also if the shipment was delivered to the 
carrier on a shipper’s bill of lading, there was misrouting op 
the part of the agent in not forwarding the shipment via the 
cheapest route affording C. & N. W. delivery, it being the duty 
of a carrier’s agent where the term “delivery” is used in cop. 
nection with a carrier shown in the bill of lading, to forward 
the shipment via the cheapest route affording delivery by the 
carrier shown. See our answer to Massachusetts on Page 842 
of the Apr. 6, 1929, Traffic World, under the caption “Routing 
and Misrouting—Switching Delivery Versus Road Haul for 
Terminal Carrier.” See also Standard Lumber Co. vs. C. C. ¢, 
& St. L., 146 I. C. C. 631. 


Tariff Interpretation—Where Rate to One Point Is Made Sub 
ject to Rate Applying at Another Point as Maximum Without 
Requiring That the Former Shall Be Intermediate to the 
Latter 
Texas.— Question: May we have your interpretation with 

respect to the application of Docket 13535, rates from a point 

in Texas to a point in Texas via an interstate route. 

Question is whether or not under the seemingly conflicting 
provisions of Item 965, first published in supplement 45, effective 
April 6, 1929, versus Route 2122, page 676, Southwestern Lines 
Tariff 151, Agent Johanson’s I. C. C. No. 2008, cotton bale bag- 
ging and ties, carload, Docket 13535 Texas short line distance 
rates 60c and 58c from Galveston and Houston, respectively, 
are technically applicable to Pecos, Texas, via the interstate 
route of the Santa Fe Lines through New Mexico, and in con- 
sequence available as maxima at Loving and Roswell, New 
Mexico, under the terms of Item 500-C, supplement 28 to Santa 
Fe Lines Tariff 5896-L. 

This appears rather close drawn question of which we re 
quest your careful consideration and full statement of your 
opinion. 

Answer: Item 500, Johanson’s I. C. C. 2008, authorizes use 
of the routes named therein and all routes made up of lines 
parties to the tariff “unless provided to the contrary in Items 
550 to 1020.” Prior to April 6, 1929, effective date of Item 
965, Route 2122 was applicable and authorized protection of the 
through rate to Pecos when shipments moved via the New 
Mexico line of the Santa Fe and via which route Roswell and 
Loving are intermediate to Pecos. According to Item 500 of 
the original tariff, however, inasmuch as Item 965 provides that 
the rate to Pecos will not now apply through New Mexico, we 
will have to consider that Item 965 modifies Route 2122 instead 
of conflicting therewith, and that the New Mexico points are 
no longer intermediate to Pecos via a through-rate route. Hovw- 
ever, it is our view that the Pecos rates still apply as maxima 
at these New Mexico points for neither Item 500-C of A. T. 
& S. F. Tariff 5896-L nor Item 26%, Johanson’s I. C. C. 2008 
(which also authorizes application of the Pecos rate as mati 
mum when referred to), requires that the alternative applica 
tion of these rates shall be confined to points which are directly 
intermediate on a through-rate route to Pecos. In this connec: 
tion see our answer in this issue to “Texas” involving substar- 
tially the same tariff provisions. 


Tariff Interpretation—Where Rate to One Point Is Made Sub 
ject to Rate Applying at Another Point as Maximum Without 
Requiring That the Former Shall Be Intermediate to the 
Latter 
Texas.—Question: Please refer to Item 26%, Supplement 

41, Johanson’s S. W. L. Tariff 151, I. C. C. 2008, and advise if 

Item 965, Supplement 47, same tariff, cancels application of 

Houston to Pecos rate on traffic destined .to Roswell, New 

Mexico, said rate authorized in Item 500-D, Supplement 31, 

Santa Fe Tariff 5896-L, I. C. C. 10323. If so, what Item carries 

the rate Houston to Roswell? 

It is my contention that as Item 500-D does not specify 

El Paso or Pecos, rate must be made to these points via the 

Santa Fe, that these rates are applicable as maximum rates 10 

points shown in Item 500-D. 
Answer: Item 2614, supplement 41 to Johanson’s I. C. ©. 

2008, authorizes use of the Pecos, Texas, rate published therein 

as maximum—not necessarily at points intermediate to Pecos 

but merely to points in tariffs containing rates made specifically 

subject to the Pecos rates as maxima. A. T. & S. F. 1. €. 6 

10323 carries local rates to Roswell, N. M., and Item 500), 

Supplement 31 thereto, provides that if the rates to Pecos pub 

lished in Johanson’s I. C. C. 2008 make lower than the rate 

published in L C. C. 10323 to Roswell, the Pecos rates 
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apply. The only condition attached to this alternation of rates 
is that the Santa Fe shall receive the haul through Farwell 
via the New Mexico route. This does not require that the haul 
to Pecos shall also be via Farwell. This tariff (I. C. C. 10323) 
does not purport to publish routing or routing restrictions to 
Pecos. There is no requirement in Item 500-D that the route to 
Pecos shall continue through Roswell as condition precedent 
to use of the Pecos rate as maximum at Roswell; neither is 
there such a requirement in Item 2614, Johanson’s I. C. C. 2008. 

Therefore, when the routing via New Mexico lines to Pecos 
was eliminated by Item 965, Supplement 45, Johanson’s I. C. C. 
2008, without specific amendment of either Item 26% of that 
tariff or of Item 500-D of the Santa Fe local tariff, the rate to 
Pecos remained applicable as maximum at Roswell although the 
latter point is not now intermediate via a through-rate route 
to Pecos. 

While it is generally understood that the application of the 
Pecos rate as maximum at New Mexico points is to avoid de- 
partures from the long-and-short-haul rule of the fourth section 
of the interstate commerce act and not for general rate basis 
purposes, this information is not set forth in the tariff to 
guide the shipper who is not supposed to know why it was so 
published. As the tariffs now stand the Pecos rate application 
is simply resolved into a rate basis application alternating with 
the local rate to Roswell. 


Demurrage—Erroneous Car Number Shown by Shipper in Bill 
of Lading Changed by Carrier Without Notice to Shipper 


Illinois—Question: We have noted with interest your 
reply to “Pennsylvania” under the above caption, on page 1414 
of The Traffic World, June 8, 1929, and would like to have your 
opinion as to what effect Section 10 of Contract Terms and 
Conditions of the bill of lading has on this particular case. 

Answer: In our opinion, Section 10 of the Uniform Bill 
of Lading Contract Terms and Conditions has no bearing upon 
a case such as that covered by the answer to which you refer. 
Section 10 of the Bill of Lading relates to alterations by other 
than a carrier’s agent, apparently. Furthermore, we do not 
believe that insofar as the terms of the bill of lading as a con- 
tract are concerned, the car number is of any moment, for the 
reason that the bill of lading contract was performed by the 
carrier when it transported the shipment intended to be and 
delivered to it for transportation. 


Tariff Interpretation—Transcontinental Rates Applies as Maxima 
at C. B. & Q. Points in Wyoming 


Indiana.—Question Kindly give us your opinion regarding 
the applicable fourth class rate from St. Louis to Cody, Wyom- 
ing, taking into consideration the application of item 300 of 
Cc. B. & Q. 5000-C together with item 270 of Transcontinental 
tariff 14-Q, Agent Toll’s I. C. C. 1212. 

Points in C. F. A. territory are generally given the Billings 
rate on traffic to Cody, Wyo., yet the carriers hold that the 
Billings maximum is not applicable on traffic from St. Louis 
to Cody. 

Answer: In our opinion, the currently applicable fourth 
class rate from St. Louis, Mo., to Cody, Wyoming, via C. B. 
& Q. R. R. direct is 2184%4c per 100 lbs. as published in C. B. & 
Q. Tariff 5000-C, I. C. C. 17177. We do not think Item 300 of 
this tariff affects this particular rate. This item is published in 
a class and commodity tariff and is not restricted to class 
rates. It provides that if the rate in H. G. Toll’s I. C. C. 1212 
to Billings, Montana, makes a lower charge to C. B. & Q. 
Wyoming points than the rate shown in C. B. & Q. I. C. C. 17177, 
the rate in Agent Toll’s tariff will apply. Naturally, this item 
will supply the Billings rate as maximum where the latter rate 
carries no restrictions to the contrary. Upon referring to Item 
270 of Agent Toll’s tariff we find that the class rates published 
therein from St. Louis to Billings are proportional only when 
routed via C. B. & Q., and are applicable only to traffic originat- 
ing at points east of the Illinois-Indiana State Line. We do 
not see how these proportional rates thus restricted can be 
applied as maximum rates on shipments originating locally at 
St. Louis. They are applicable to entirely different traffic than 
the rates published in C. B. & Q. Tariff 5000-C. Were the St. 
Louis-Billings rates published as local rates in Agent Toll’s 
tariff and carried no other restrictions, it would be our view 
that they would have to be applied as maxima at Cody under 
the terms of Item 300, C. B. & Q. Tariff 5000-C. This item will 
supply the Billings rate as maximum in many instances but 
not in this. 


Tariff Interpretation—Specific Versus Intermediate Rule Rate 


Ohio.—Question: C. F. A. T. B. Taiff No. 130-S, B. T. 
Jones’ I. C. C. 2129 Item 142, contains a rating of 65% of 6th 
class on hollow building tile, C. L., from Carbon, Ind., to points 
in C. F. A. territory and arbitrary territory. C. C. C. & St. L. 
Ry., I. C. C. 8120 contains commodity rates on this same com- 
modity from Carbon, Ind. to various specific points in C. F. A. 
territory. 

The rate on this commodity from Carbon, Ind., to Lockwood, 
Ohio, under item 142 in Jones’ I. C. C. 2129 is 17c per cwt. 
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Under Big Four Ry. I. C. C. 8120 the rate is $3.25 per net top, 
checked intermediate to Ashtabula, Ohio. 

My contention is that the rate as published in Jones’ I. ¢, ¢ 
2129, Item 142, is a specific rate to Lockwood, Ohio, and there. 
fore applicable and that the rate as published in Big Four Ry. 
I. C. C. 8120 which can be used only in connection with the 
intermediate clause does not apply. 

Your opinion with any citations in support of the congcly. 
sions reached will be greatly appreciated. 

Answer: In its decision in Standard Oil Co. vs. A. T. §, PF, 
139 I. C. C. 297, the Commission held that a specific rate always 
takes precedence over a rate made by the use of an inter. 
mediate rule, regardless of whether the specific rate is published 
to become effective before or after the effective date under the 
intermediate rule, unless there are published tariff provisions 
necessary to make clear, and give éffect to, a purpose to have 
rates resulting from the rule applied to the exclusion of specific 
rates in certain instances. 

Under this decision the rate published in Agent Jones’ 
Tariff I. C. C. 2129 is the applicable rate. 


Tariff Interpretation—Mixed Carloads Under Rule 10 Where 
Rates Involved Are Made by Base Rates Governed by Offi. 
cial Classification, Plus Arbitraries Governed by Southern 
Classification 


Ohio.—Question: In November, 1927, we shipped a mixed 
carload of the following articles to Bristol, Tenn.-Va.: 





470 bundles galvanize steel roofing.................. 62,990 lbs. 

30 crates galvanized eaves trough, nested........... 6,090 lbs. 

50 rolls galvanized steel roofing................-000. 4,015 lbs. 

50 boxes galvanized steel shingles.................. 3,950 Ibs. 
40 crates ‘Stove pipe iron, side seams open, nested 

DN > Rivka cacec st weeeeets os te ecbulte sincere 1,885 lbs. 

78,930 lbs. 

IE sartceseSiardinra acer erat Ce ciao ee ie 140 lbs. 

BE okssancceha wees eRe dias ew UR EERO 79,070 Ibs. 


The carriers collected charges on rate of 51c on the Roofing 
and Dunnage, this being the commodity rate shown in B. T. 
Jones’ Tariff 393 A, I. C. C. 1611; and the less-carload rates, 
9314c on the eaves trough, 65c on shingles and 87c on the stove 
pipe. We filed claim as follows: 


Part of galvanized steel roogng 36,000 pounds at 5lc 
Balance of shipment to Walton, Va. (basing point). 





Balance of galvanized steel roofing...............466. 26,990 lbs. 
30 crates galvanized eves trough, nested............ 6,090 Ibs. 
50 rolls galvanized steel roofing............. pewcsguces 4,015 Ibs. 
50 boxes galvanized steel shingles.................00- 3,950 Ibs. 
40 crates stove pipe iron, nested solid................ 1,885 lbs. 
PE. oicalssc0b usa co enes Redeessaavens see pdvessesesed 140 Ibs. 

FO aisdaci?ipscctd rus ieak Scns ee taeeahamr lap ap Narece iad aheia cd gid Aah lee 43,070 Ibs. at 40%c 

BEYOND WALTON, VA. 
a ne re 26,990 Ibs. 
SO PONS SALVERINSCE StOGl TOOTING... ccccvccvecesesss 4,015 lbs. 
50 boxes galvanized steel shingles................... 3,950 lbs. 
AR ee a Sere ee ee ey ee 140 lbs. 
35,095 Ibs. 
as 

36,000 Ibs. at 114%c 

30 crates galvanized eaves trough.................. 6,090 Ibs. at 23%4c 

SE ee eee eee 1,185 Ibs. at 17c 


We claim that under the provisions of Rule 10 of Consolidated 
Freight Classification, we are entitled to one carload of roofing, 
36,000 lbs., at the through rate of 5lc. We further contend that, 
inasmuch as the balance of the articles take 5th class in the 
Official Classification, they are entitled to the 5th class rate 
from Dover, Ohio, to Walton, Va., the basing point, as shown in 
N. & W. East-Bound Guide Book 7888, while beyond Walton, Va., 
roofing, shingles and dunnage should be rated as 36,000 Ibs. at 
11%c, the 6th class arbitrary, as shown in Note 23 of the Nor 
folk & Western Basing Book, and eaves trough at the less-thal- 
carload arbitrary of 23%c, and the stove pipe at the less- than- 
carload arbitrary of 17c. 

The carrier has refused payment of our claim, stating that 
the addition of the arbitrary to a base point rate makes a joint 
through rate and that such joint through rate is governed by 
the rules and regulations of the Official Classification, inasmuch 
as the rates to the base point are governed by the Official 
Classification. The carrier claims that the charges as originally 
collected are correct. It is our contention that inasmuch as the 
rates to the base point are governed by the Official Classifica- 
tion, and the rate beyond the base point by the Southern Class 
ification, Rule 10 must be applied separately to and beyond the 
base point. 

Answer: In our opinion, neither the carrier’s nor your 
interpretation is correct. In the first place we find nothing in 
Rule 10 which would permit you to take a portion of a certall 
commodity and treat that as a separate carload, and another 
portion of the same commodity and mix it with the remaining 
articles in the car and treat that mixture as another carload. 
Section 3, Rule 10, provides that if the aggregate charges would 
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be lower by considering that articles as if shipped in separate 
carloads they may be charged accordingly. We see nothing 
express or implied in this rule which would permit dividing a 
single article or commodity into separate groups, and for this 
reason find no basis for placing some of your roofing in one 
lot and charging that at the 5lc commodity rate, and placing 
the remainder of the roofing with the other lot. 

We see nothing to prevent your rating the entire lot of 
roofing at the 5l1c commodity rate, treating it as a separate 
carload under Section 3 of Rule 10, and then treating the re- 
mainder of the articles as a second carlot, but to do so might 
not make the charges lower in the aggregate than if you 
charged the second lot at the less carload rate through from 
origin to destination, and aggregated the charges according 
to Section 4 of ‘Rule 10. 

In applying Rule 10 to rates made by adding to the base 
rates to Walton, the arbitraries beyond, while the carrier is 
correct in calling these joint rates, they must be applied in 
making up the aggregate charge just as if they were combina- 
tion rates. The rate to Walton with its rules, minimum weights, 
etc., must be treated as a unit, and so must the factor beyond 
Walton be separately treated with its rules, minima, etc. In 
other words, inasmuch as these rates are made up simply by 
publishing two sets of factors with a rule joining them into 
joint through rates, each set must be treated independently of 
each other and after treatment be joined in a total through 
treated rate. For this reason our view is that you are correct 
in applying Rule 10, under the Official Classification to Walton, 
and applying it again under the Southern Classification to the 
factors beyond Walton. 


Routing and Misrouting—Joint Rate Versus Combination Rate 


Illinois —Question: The A and B railroad operates from 
Sheffield Iowa, to St. Peter Minn., via Junctions Y and Z. 
Via Junction Y there is published a through class rate of 15%c 
ewt. and via Z there is a combination of commodity rates fig- 
uring 10%c cwt. 

The shipper issued an unrouted bill of lading, carrier routed 
goods via Y junction and claims through class rate applies. 
Whereas it is contended that in view of no junction being shown 
in the bill of lading it is up to the railroad to forward shipment 
via the cheapest route which is via Z junction thus protecting 
the combination over this junction. 

Can you inform me of any decision on a case of this kind 
in favor of either party? 

Answer: With respect to this question see the Com- 
mission’s opinion in Amicon Fruit Co. vs. L. V. R. R. Co., 128 
I. C. C. 34. In this case the Commission on page 36 said: 


In Spreckels Bros. Commercial Co. vs. Monongahela R. R. Co., 
18 I. C. C. 190, we stated that if the shipper is in doubt about the 
rate he can tender the traffic to the carrier without routing instruc- 
tions, and thus be entitled to the lowest rate. In Chattanooga Imple- 
ment & Mfg. Co. vs. L. & N. R. R. Co., 40 I. C. C. 146, a shipment 
was tendered to the carrier without routing instructions and moved 
over a route taking a joint rate of 20 cents. Over another available 
route there was a combination rate of $1.15 per ton. We found the 
shipment to have been misrouted because of failure to forward it 
over the route taking the lower combination rate. 

Defendants’ contention that the existence of a joint rate is a guide 
to their agents in determining the routing of shipments tendered 
without routing instructions, and that the agents should not be 
required to look up possible combination rates in such a case is as 
much without merit now as at the time of the findings in the Chat- 
tanooga Implement & Mfg. Co. case, supra. Defendants direct atten- 
tion to the statement in Goodman Mfg. Co. vs. P. R. R. Co., 26 
I. C. C. 428, that no obligation rests upon the carrier to hunt up 
unnatural connections or practically unknown gateways in order to 
determine the lowest possible combination rate for a given shipment. 
That statement can not be said properly to apply to the present 
case. The distance over the Kenova route is about 127 miles shorter 
than over the route of movement. There is no showing that this 
is an unreasonable or impractical route. 


Reconsignment—Rate Applicable Where More Than One Change 
in Destination 

Illinois —Question: A carload of coal is shipped from 
mines in West Virginia, billed to a firm at Cincinnati, Ohio. Car 
is refused and reconsigned to Ludington, Mich. via B & O., 
Toledo, P. M. Car is reconsigned a second time at Ludington, 
Mich., to Sheboygan, Wis. via Car Ferry, via Manitowoc. 
Charges were assessed on local rate to Ludington, plus local 
rate Ludington to Manitowoc, plus local rate Manitowoc to 
Sheboygan, presumably on account of second reconsignment 
at Ludington. 

I claim that I am entitled to through rate of $3.29 N. T. 
Mines to Manitowoc, plus $1.39 proportional rate, beyond, plus 
2 reconsigning charges. The railroad company says combina- 
tion of locals apply to and from Ludington, Mich., account of 
second reconsignment, and that I am not entitled to one recon- 
signment on each factor of the rate of $4.68, also they tell me 
that if I was to be allowed the rate of $4.68 by the expedient of 
my diverting my car at a rate breaking point, it would be dis- 
criminating against a party who had a second reconsignment 
at a point other than a rate breaking point; for instance, at 
Grand Rapids. ate 

What is your opinion? ’ 

Answer: 
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contention that the rate to apply on the shipment in question 
is the combination of locals to and from Ludington, Mich. Seg 
Tuffli Bros. Pig Iron & Coke Co. vs. Director General, 62 I. C, ¢ 
497, and Lowry Lumber Co. vs. Director General, 59 I. C. ¢ 
160. In these cases the Commission holds that under the pro. 
visions of Rule 5 (a) of the reconsigning tariffs, the through 
charge to apply is to be based on the rates to and from the 
second point of reconsignment. Rule 6 (a) providing that the 
case of a “subsequent change necessitating a movement of the 
car, the shipment will be treated as a reshipment from point 
of reforwarding and will be charged at the tariff rate therefrom,” 
plus the reconsigning charge. 





OHIO VALLEY ADVISORY BOARD 


The twenty-second regular meeting of the Ohio Valley 
Shippers’ Advisory Board will be held at the Brown Hote] 
Louisville, Ky., July 9. Agricultural, financial, mining, indus. 
trial, and manufacturing interests in Ohio, Kentucky, Indiana, 
and West Virginia will be represented in reports rendered by 
chairmen of approximately twenty-four commodity committees,. 
These reports will give a business forecast for the third quarter 
of the year, together with railroad transportation requirements 
and an intimate resume of present general business conditions, 

S. A. Cash, traffic manager, B. F. Avery & Sons, Louisville, 
has been appointed general chairman of the Louisville com- 
mittee on arrangements, which has arranged for a noon 
luncheon, with a prominent speaker, as a means of entertain- 
ment for the members of the board. 

The board has 2,456 members, which is the largest member- 
ship of any board in the country. A large attendance is ex- 
pected. 


CENTRAL WESTERN BOARD 


“It is well known to farmers and business men that the 
improvement in railway freight service within recent years has 
been one of our greatest industrial achievements since the 
war, but it is not so well understood that there has been effected 
at the same time a reduction of railway operating expenses 
which constitutes a hardly less remarkable and important 
achievement,” said Samuel O. Dunn, editor of the Railway 
Age, in an address at the meeting of the Central Western 
Shippers’ Advisory Board, at Kearney, Neb., June 20. 

“The improvement in service, and the reduction of operat- 
ing expenses, have been due principally to the same two causes,” 
he said, “first, cooperation of the shippers with the railways 
through the shippers’ advisory boards, and, secondly, the invest- 
ment of billions of dollars of new capital in improvements 
which have both enlarged the capacity of the railways and 
reduced the amount of labor, fuel and materials used in ren- 
dering a given amount of transportation service.” 


TRANS-MO.-KAN. BOARD 


Approximately 650 representatives of industry, agriculture, 
and the railroads in Missouri, Kansas, Oklahoma, Arkansas, 
Illinois, and Nebraska attended the twenty-fourth quarterly 
meeting of the Trans-Missouri-Kansas Shippers’ Board at Hutch- 
inson, Kans., June 19. Clyde M. Reed, governor of Kansas and 
general chairman of the board, presided. 

The meeting was principally devoted to consideration of 
the marketing of the winter wheat crop, and preparations of the 
railroads to meet the heavy seasonal demands placed on them 
and the primary grain markets to absorb the heavy flow of grain 
from the country in the next 90 days. All railroads reported 
they had a large reserve of box car equipment stored throughout 
the wheat belt and additional cars in the territory immediately 
adjacent to the producing territory and that ample motive 
power was available to handle the movement without difficulty, 
— the equipment is released promptly by the shipping 
public. 

Owing to the increased use of the “combine” and the heavy 
carry-over from the 1928 crop at interior and primary grain 
markets, it was felt that, if this season’s crop was to be marketed 
without interruption, it would be necessary that shippers and 
receivers promptly load and unload railroad equipment; that 
cars be loaded to their full carrying capacity; that the various 
inspection agencies complete their inspections without delay; 
and that the railroads move both empty and loaded cars a8 
rapidly as possible. It was agreed that there must be the utmost 
cooperation if the crop is to be handled without interruption. 

The importance of increased farm storage was discussed by 
H. M. Bainer, director, Southwestern Wheat Improvement Ass0- 
ciation. If the wheat crop is to be successfully marketed, he 
said, and the grower to receive a fair return for his products, 
it is essential that the great “cash crop of Kansas,” the winter 
wheat crop, be marketed in a more orderly manner. This cat 
be accomplished to a large extent by the holding back of more 
grain on the farm at harvest time and extending the movement 
to market over a longer period than has been the case the last 
few years, according to him. 

B. H. Johnson, chief inspector, Kansas State Grain Inspec 
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tion Department, explained the arrangements of his department 
to handle the inspection of grain. Additional samplers, he said, 
had been employed at each of the principal grain markets. 
Through new arrangements worked out this season with the 
railroads it is possible that samples will be delivered to the 
consignee a day earlier on about 30 per cent of the total receipts 
than has been the case in past years, he said. 

A special committee appointed at the last meeting to revise 
the grain car distribution rules presented its report, which, it 
was said, will probably be adopted by the railroads in the ter- 
ritory. 

Other speakers were Senator H. J. Allen; E. L. Morris, fed- 
eral grain supervisor, Kansas City, Mo.; L. E. Webb, Dodge City, 
Kans., and Geo. E. Gano, Hutchinson. 

L. M. Betts, manager, car service division, American Rail- 
way Association, Washington, D. C., discussed general transpor- 
tation conditions throughout the country. E. W. Coughlin, dis- 
trict manager, car service division, American Railway Associa- 
tion, St. Louis, spoke on conditions in the immediate territory. 

The meeting closed with a banquet in the assembly hall of 
the Hutchinson Chamber of Commerce. Hal S. Ray, of Chicago, 
was toastmaster. The Chamber of Commerce and local board 
members were hosts to the out-of-town members and visitors 
at a professional boxing match. 

Increased loadings in the next quarter, as compared with 
the same period of last year, are expected in 16 of the 28 prin- 
cipal lines of industry represented by the Commodity committee 
reports. Decreases are expected in 12, according to the reports. 
It was estimated that a total of 618,318 cars would be required 
in the quarter, as compared to 581,059 actually loaded in the 
third quarter of last year—representing an increase of 6.4 per 
cent. 

A summary of reports, comparing anticipated loadings in 
the various lines for the third quarter with the actual loadings 
in the same period of 1928, follows: 








Actual Prospective 
Car Load- Car Load- Prospective 
ings, 3rd ings, 3rd Per Cent of 
Quarter, Quarter, 

Commodity 1928 1929 Incr. Decr. 
Agricultural implements ....... 2,196 2,300 4.7 Brews 
MED bo kis Ficceusevsisde 16,92 25,130 48.5 
NE 05 0508400 bee one 40d cr acde 26,068 28,000 7.4 
os Berar se 10,218 12,640 23.7 
ROME, Cewhgedabesceieasdasiomeacan 37,955 39,853 5.0 
ee TT ert Cre Peer eee ,688 2,100 24.4 
pe ge ee eee 1,435 1,447 8 
SE AECNG Co kis satditereeececen 2,877 3,040 5.7 
PUNE Aipbdsw dscns ibe vaceeciesan 2,211 2,200 ies 5 
I MEI 85-65, vine ode eews oe 6% 6,158 6,100 re 9 
PYOGR VOBSUADIES .cccccccccsves 783 700 or Jue 
a a ee eee pe eee 101,881 90,000 ie 11.7 
oe rere 45,768 50,800 11.0 ae 
Hay, straw and alfalfa......... 13,692 11,650 ae 15.0 
OE ee nic 0.050.000 006 0008 5,058 5,292 4.6 ini 
Boilers and machinery......... 1,543 1,389 10.0 
Lime, plaster and gypsum...... 4,442 4,500 1.3 ee 
Fo, SS ae 62,969 63,500 ea 
Er hoe oe 20,449 20,000 2.2 
DOCG BORGES ci ccrccccescvcss 16,561 16,800 1.4 if 

DD sean oir cis er esGaeeedeeodes 6,101 6,200 1.6 a 
Other metals—pig, bar, sheet.. 1,162 800 31.2 
Packing house products........ 30,162 29,470 2.3 
Petroleum and products........ 78,617 80,975 3.0 me 
PE Sb caneaeseNesudeeuecsicuse ,742 5,394 — 20.0 
RS FN er rere 7,801 7,000 sok 10.3 
Sand, stone and gravel......... 67,954 100,000 47.2 al 
Sugar, syrup and molasses..... 1,648 1,038 ee 37.0 

Total—all loadings ......... 581,059 618,318 6.4 rer 





At a recent conference of the committee of executive 
traffic officers of Pacific coast terminal lines it was decided to 
change the title of the chief officer of the Trans-Continental 


Freight Bureau from that of “agent” to “chairman.” H. G. 


Toll holds the position. 


H. L. Traber has been appointed executive general agent, 
Missouri Pacific, at Kansas City. 

L. C. Fritch, vice-president of operation Rock Island, 
Chicago, announces the appointment of H. L. Reed as acting 
general manager, Des Moines, succeeding D. Coughlin, who has 
leave of absence on account of illness. Mr. Reed has been 
general superintendent at Des Moines, and will be succeeded as 
acting general superintendent by J. J. Breheny, superintendent 
at Forth Worth. Superintendent E. D. Hungerford, Fairbury, 
Nebraska, has been transferred to Des Moines as superintendent 
there, succeeding A. T. Abbott, who died. F. A. Bogue, train- 
master at Fairbury, has been advanced to superintendent, suc- 
ceeding Mr. Hungerford. Kepler Johnson, trainmaster at 
Topeka, Kan., has been promoted to superintendent at Fort 
Worth, succeeding Mr. Breheny. 


Horace H. Huston, commercial agent, L. & N., at New York, 
has become traffic manager, in charge of the newly created 
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traffic department, of Richardson & Boynton, New York, map. 
ufacturers of heating equipment. 

E. E. Pierce has been appointed assistant general Passenger 
agent, Boston and Albany, with headquarters at Boston. W.j 
Graham has been appointed general agent, passenger depart. 
ment, at Boston. 

T. J. Dowd has been appointed general agent, Midlanq 
Valley and the Kansas, Oklahoma & Gulf, at Oklahoma City, 
P. F. Harding has been appointed commercial agent at Mys. 
kogee, Okla., succeeding Mr. Dowd. 

W. E. Karcher, Jr., has been appointed assistant genera) 
freight agent, Alabama, Tennessee and Northern, at Mobile, Ala. 

A. Blauel has been appointed assistant general freight agent, 
Erie, at Chicago. E. C. Hallberg has been appointed chief of 
tariff bureau at Chicago, succeeding Mr. Blauel. 

L. H. Rives has been appointed traveling freight agent, 
Norfolk and Western, at Norfolk, Va. 





Women are coming more and more into their own in the 
world of transportation. This is particularly evidenced in the 
organization of railway women throughout the United States, 
Railway business women’s 
Associations had their incep- 
tion about four years ago at 
Minneapolis and since that 
time they have been organ- 
ized in many of the larger 
cities. They were formed 
for purposes of social, recre- 
ational, and educational in- 
tercourse among women en- 
gaged in transportation. One 
of these clubs is at Cleve- 
land, Ohio. It contains many 
wide -awake, keen business 
women, under the presidency 
of Mary M. Dibble, of the 
Chicago Great Western. Other 
recently appointed officers 
who form the board of gov- 
ernors are: vice-president, 
Mildred Brockway, Nickel 
Plate; treasurer, Revilla 
Dolph, New York Central; 
corresponding secretary, Jes- 
sie Scott, New York Central; 
recording secretary, Anna 
Jamison, Nickel Plate; chair- 
man entertainment commit- 
tee, Meta Koncana, New York Central; chairman educational 
committee, Gertrude Sizelan, New York Central; chairman men- 
bership committee, Edith Nally, New York Central; chairman 
publicity committee, May E. Hayes, Great Lakes Regional Ad- 
visory Board. The interests of this club are varied and include 
activities such as monthly dinners, luncheon and picnic meet- 
ings, week-end outings, indoor and outdoor sports, and literary 
and study circles, as well as lending a friendly and sympathetic 
hand to the sick in its ranks. The last meeting took the form 
of a study of telephone methods and mechanics, and guides 
conducted the members through the Cleveland telephone 
building. 





MARY M. DIBBLE 





H. B. Bolton has been appointed traffic representative, 
American-Hawaiian Steamship Company, at Washington D. C. 

J. E. Henry has been appointed coal freight agent, C. & 
A., at Chicago. C. R. Murray has been appointed district pas 
senger agent at Chicago. 

T. J. Hughes has been appointed division freight agent, A. 
T. & S. F., at Chicago, succeeding J. F. Thompson, who died. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of the Rochester Chamber of Commerce wil! 
hold its tenth annual outing at Manitou Beach, on Lake Or 
tario, June 27. There will be a program of sports and enter 
tainment in the afternoon and dinner in the evening. An a 
tendance of about 400 is expected. 





The Junior Traffic Club of Chicago will hold an all-day 
golf tournament at the Itasca Country Club June 27. Luncheol 
and dinner will be served. 





The Toledo Transportation Club will hold a golf tourna 
ment at the Riverby Hills Golf Club, on the Maumee Rivér, 
July 11. It will be an all-day outing and luncheon and dinne 
will be served. 





The Traffic and Transportation Association of Pittsbursh, 
at its annual election June 7 elected the following officer’: 
President, Clem W. Gottschalk, Jones & Laughlin Steel (0 
poration; vice-president, W. Harold Grounds, New York Cet: 
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tral; recording secretary, Samuel H. Verner, Big Four; financial 
secretary, G. Fred Spetz, H. J. Heinz Company; treasurer, C. 
W. Abel, Luckenbach S. S. Company; executive committee 
(chairman), H. A. Leech, Pere Marquette; W. H. Hellriegel, 
P. & W. V.; D. E. Morgan, Follansbee Brothers Company; Ray 
W. Reckard, Oil Well Supply Company; E. J. Siemon, Pitts- 
burgh Steel Company; J. A. Hines, B. R. & P., and Geo. E. 
Greer, Union Pacific. The entire ticket was closely contested, 
the total number of votes cast being considerably in excess of 
four hundred. A dinner and entertainment in the Chamber of 
Commerce dining room were held following the election. 





Texas scored heavily in the ninth annual golf tournament 
of the Tulsa Traffic Club on June 11, when T. H. Green, trav- 
eling freight agent, L. & N., Dallas, won the “Golf Committee 
Trophy,” a silver cup, by shooting the low gross score of 153 
for 36 holes over the Oakhurst Country Club course. R. H. 
Davis, general agent, A. & W. P., Ft. Worth, won the “M. N. & 
N. Trophy,” a silver cup, with second low gross score of 169; 
I. H. Turner, general agent, Great Northern, Dallas, took a 
leather golf bag as a prize for low gross on the first 18 holes, 
with a score of 79, and M. A. Greding, general agent, New York 
Central, Dallas, won a steel shafted wood club for second low 
gross score, first 18 holes, with a score of 81. Twenty more 
prizes were blind-bogey awards. There were 125 entrants. 
The annual outing and picnic was held on the following day, 
June 12, at the Sand Springs Park. The ladies’ bridge tourna- 
ment was the principal event of the afternoon. After the prizes 
had been awarded a picnic dinner was served to 550 members, 
visitors and guests. 





At the Tuesday luncheon of the Traffic Club of Houston 
June 11, a talk on “Trade Conditions in Uruguay” was given 
by C. C. Brooks, commercial attache for the United States De- 
partment of Commerce, located at Montevideo, Uruguay. 





The York Traffic Club held its annual outing at Elm 
Beach, Conewago, June 20. Entertainment included fishing, 
boating, bathing and other sports, with a ball game between 
the York club and the Traffic Club of Baltimore. 





The Traffic Club of New York will hold a golf outing at 
the Glen Oaks Golf and Country Club, Great Neck, L. I., June 
25. It will be the second of a series of five tournaments sched- 
uled. for the summer. Scores in each are to be recorded in the 
competition for the “Hilleary Cup.” The “President’s Trophy” 
is to be played for the last two tournament days. Numerous 
prizes are posted for winners on the individual days. 





The Traffic Club of Wichita held a golf tournament at the 
West Links, preceding the “Kansas City Night” dinner June 
20. Numerous prizes were awarded. 





The Junior Traffic Club of St. Louis will hold an inspec- 
tion tour of the Laclede Steel Company mills at Alton, IIl., 
June 22. 





The Traffic Club of St. Louis will hold its annual summer 
outing at the Westborough Country Club July 16. Entertain- 
ment includes bridge, golf and swimming in the afternoon, to 
be followed by dinner and dancing. 


WESTERN RAILROAD FACTS 


After a slump lasting eleven years, the net earnings of the 
western railways last year finally returned to the level of 1916. 
This information is contained in the preliminary 1929 edition, 
just issued, of the annual railway year book compiled by the 
Western Railways’ Committee on Public Relations. 

Net earnings of the western steam lines, according to this 
authority, amounted to $456,050,000 in 1916 and to $456,101,000 
in 1928, an increase in eleven years of $51,000, or about one- 
hundredth of one per cent. In this same period, the amount of 
money invested in the western railway property increased al- 
most two and one-half billion dollars, or thirty per cent, from 
$8,159,000,000 in 1916 to $10,610,000,000 in 1928. In consequence, 
the rate of return earned on investment by these roads dropped 
from 5.6 per cent in 1916 to 4.3 per cent in 1928. In other 
words, each dollar of western railway property earned a return 
23 per cent lower in 1928 than in 1916. 

Sections of the year book are devoted to the physical plant 
of the railways, to their service, their rates, their earnings, 
their employes, to the increase in safety, and to the improve- 
ments made since the war in the efficiency and economy of 
railroad operation. 

A number of new operating records, the year book states, 
were set by the railways in 1928. The highest figures on rec- 
ord were attained in that year in the average daily mileage run 
by each freight car, in the load carried by the average freight 
train, in the number of cars in the average frieght train, in 
average freight train speed, and in the amount of service per- 


THE TRAFFIC WORLD 





Vol. XLIII, No, % 






formed each hour by the average freight train. Likewise, th. 
amount of fuel consumed per unit of traffic handled, in bot) 
freight and passenger service, was lower in 1928 than eye 
before. 

The measure of improvement in railway operation in the 
last eight years is indicated by the fact that, since 1920, the 
average daily mileage run by each freight car has been jp. 
creased 25 per cent, average freight train speed has bee 
increased 25 per cent, the service performed each hour by the 
average freight train has been increased 40 per cent, while 
fuel consumption per traffic unit has been reduced 27 per cent 
in freight service and 20 per cent in passenger service. Meap. 
while, the average level of railway freight rates in the west 
has been lowered almost twenty per cent since 1921. 


VOLUME OF TRAFFIC 


“The volume of freight traffic handled by the Class I rail. 
roads in April amounted to 38,334,255,000 net ton-miles,” says 
the Bureau of Railway Economics. 

“This exceeded by 2,447,081,000 net ton-miles or 6.8 per 
cent the volume of traffic handled in April last year and was 
an increase of 1,223,450,000 net ton-miles or 3.3 per cent above 
that for April, 1927. 

“In the Eastern district, there was an increase in the vol- 
ume of freight handled of 7.4 per cent in April, 1929, compared 
with the same month in 1928, while the Southern district re. 
ported an increase of 4.6 per cent. The Western district re. 
ported an increase of 6.9 per cent. 

“The volume of traffic for the first four months in 19929 
amounted to 155,887,429,000 net ton-miles, an increase of 8,502; 
134,000 net ton-miles of 5.8 per cent above the corresponding 
period in 1928. It also was an increase of 478,213,000 net ton. 
miles or three-tenths of one per cent above the same period 
in 1927. 

“Railroads in the Eastern district for the four months’ 
period this year reported an increase of 8.7 per cent in the 
volume of freight traffic handled, compared with the same 
period in 1928, while the Southern district reported an increase 
of six-tenths of one per cent. The Western district reported 
an increase of 3.9 per cent.” 


MOVEMENT OF FREIGHT 


The average daily movement per freight car in April was 
32 miles, the highest average for any April on record, accord: 
ing to the Bureau of Railway Economics. 

“This was an increase of 2.1 miles above that for April 
last year and 2.5 miles above two years ago,” says the bureau. 

“For the past nine years, there has been a constant in 
crease in the promptness with which freight has been handled 
by the railroads, with the result, it is now being moved with 
less delay than ever before. In April, 1921, for instance, the 
average daily movement per freight car was 20.6 miles com: 
pared with 32 miles in April this year, an increase of 11.4 miles. 

“In computing the average daily movement per day, ac 
count is taken of all freight cars in service, including cars in 
transit, cars in process of being loaded and unloaded, cars w- 
dergoing or awaiting repairs and also cars on side tracks for 
which no load is immediately available. 

“The average speed of freight trains in April was 13.3 miles 
per hour, an increase of four-tenths of a mile above April, 1928, 
and an increase of one mile above April two years ago. 

“The average load per car in April this year was 25.6 tons, 
including less than carload lot freight as well as carload 
freight. This was the same as that for April, 1928, but a reduc 
tion of six-tenths of one ton under April, 1927.” 


PAY FOR HIGHWAY USE 


Automobile owners should regard gas taxes, at most 5 cents j 
for every 15 to 20 miles traveled, as an investment rather thal 
an expenditure, says Frederic A. Reimer, president of the 
American Road Builders’ Association. He declares that some 
motorists want to take all they can get out of highways, ad 
put nothing in. : 

“You cannot ignore the old principles, dating back to Bible 
times, that you have to give in order to receive,” says be 
“The nation’s highway program, financed in part by autom0 
bile registration fees and gasoline taxes, benefits all citizeDs. 
The highway industry is a great factor in fostering our national 
prosperity, touching as it does the great interests of materials, 
equipment, labor and transportation. In its results, it pl 
vides for continuance and expansion of the motor vehicle tradé, 
and brings better living conditions to all. 

“Its direct benefits come at once to every automobile own 
giving him new outlets for pleasure and commercial traffic and 
saving him actual dollars in the lengthened life of his car. Fo 
this he should be willing to pay. 

“It is evident that highway construction in most instances § 
not keeping pace with transportation demands. The full develo? 
ment of public wealth in many states is retarded by lack of 
transportation facilities.” 
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tariff bureaus of individual carriers are compiled, 

checked, and edited by the corps of tariff clerks and 
compilers under the chief of tariff bureau. This branch of 
the general traffic department is usually supervised by a 
chief of tariff bureau who is usually under the supervision 
of a general freight agent or an assistant general freight 
agent. Smaller roads that publish relatively few tariffs do 
not have extensive or highly organized tariff publishing 
organizations. In such organizations clerks of the general 
freight department, under a chief tariff clerk, compile and 
prepare tariffs for publication. These men are usually 
members of the rate bureau of the general freight traffic 
department. 

Large railroads and those of moderate size, however, 
usually have complete tariff bureau organizations that act 
as the complements of the rate bureaus in 
preparing rate data for tariff publications. 
The rate and tariff organizations are, as a 


[Ne local and joint freight tariffs published by the 
















the rate and tariff bureaus, respectively, 
who, in turn, are subject to the general 
direction of a general freight officer. OI 







Railroad Freight Tariff Bureaus 






usually organized along similar lines. A 
chief of tariff bureau is responsible for the 
compilation, checking, editing, printing, 






with the state public service commissions 
‘and with the Interstate Commerce Com- 
mission. The distribution of the tariffs 




















also under the direction of the chief of 
the tariff bureau. 

Railroad freight tariff bureaus re- 
semble publishing organizations in which Assistant 
the rough materials or rate data are com- of 
piled, arranged, checked, and published 
into finished rate books or tariffs. Extraor- 
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so that the 
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supplements Chief Tariff Chief Percentage 
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Carrier Tariff Publication Organization 


Railroad freight tariff bureaus are General Freight Agent. 
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Freight Tariffs 


Tenth of a Series of Twenty-Six Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 


Pennsylvania 






pers, or consignees needing rates for immediate use. 

The chief of the tariff bureau is responsible as an agent 
for all tariffs published by his road. He is also responsible 
for the issues of other railroads and agencies to which his 
road has given concurrence as a participating carrier. Each 
tariff issue and every supplement must receive attention to 
prevent costly errors in composition or calculation. 

An assistant chief of tariff bureau or a chief clerk 
assists the head of the tariff bureau in distributing work, 
supervising the work of the compilers and clerks, and 
acting as consultant to the heads of the several subdivisions 
of the office. 


Duties of Freight Tariff Bureaus 


The functions of a typical railroad freight tariff bureau 
include : 


1. The preparation, compi- 
lation and publication of tariffs 


A TYPICAL RAILROAD and supplements. 


2. The obtaining of concur- 


rule, under the supervision of the chiefs of FREIGHT TARIFF BUREAU rences from participating con- 


nections. 


ORGANIZATION 3. The compilation of rate 


data in connection with the rate 
bureau of the carrier. 

4. The computation of mile- 
ages or distances in colabora- 
tion with the rate bureau. 

5. The negotiation of con- 
tracts for printing and binding 
tariffs and supplements. 

6. The distribution of tar- 


and filing of all tariffs prepared for filing Assistant General iffs and supplements to agents 
Freight Agent of the home road and connect: 


ing lines and the distribution of 
these publications to shippers 
and others on the mailing lists. 


among the roads interested in the issues cine ms! 7 mospnempen and re 
and among shippers an i i Chief of Tariff vision of mailing lists. 
S Lag pon — ss eM nn 8. The negotiation of per- 


—<— centage or arbitrary distribution 
, of joint rates among participat: 
ing carriers. 


Chief 9. The preparation and dis- 
” tribution of division sheets 
among interested carriers. 
10. Attendance at system 
and freight association rate 


inar is : rey meeting. ; 
dinary ee rs necessary in publish ye 
ing tarts, yet there is great pressure Chief Clerk. spondence with the state com 
brought to bear on tariff publishing missions’ tariff bureaus and with 


the bureau of tariffs 
of the Interstate 
Commerce Commis 
sion in connectiol 
with tariffs issued 
concurred in by the 
carrier. 

12. Attendant? 
at state commissiol 
and Interstate Coll 
merce Commissi0l 
hearings that have 
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June 22, 1929 THE TRAFFIC WORLD 


Bring your factory here and 
you ll save money. Land, 
ideal for industrial sites, is 
available at surprisingly low 
rates. You will then have at 
your very door—three trunk 
railroads, the best possible 
roads for motor truck haul- 
age, open and closed storage, 


4? Steamship Lines 


ARE SERVING THE— 


Marine Terminal. 


We invite correspondence, 
but should particularly wel- 





come a personal interview. 
All inquiries will be held in 
strict confidence. Please 


address 


PORT Of 


MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 
Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 
Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Front 
Connecting with All Railroads 


SEND FOR PORT OF MOBILE BOOKLET 


** ALABAMA :: 4 


STATE, DOCKS ‘Comeusssite 
) r ard tr es ALABAMA” nn 


Charles H. Gant, Manager 


Wilmington Marine Terminal 


Wilmington, Delaware 


——— 


on the Delaware 
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14. Preparation of tariff references and other data for 
exhibits in complaints before commissions or courts of law. 

15. Appearance of members of the department, usually the 
chief of the tariff bureau, in cases before courts or commissions 
in which the carrier’s tariffs are involved. 

16. Cooperation with the tariff bureaus of the freight 
associations or tariff publishing agents in preparing agency 
tariffs. 

17. Granting concurrences to connecting carriers binding 
the line to participation in tariffs issued by other roads. 


Compilation 


The actual compilation of the tariffs from the rate data 
received from the recommendation advises issued by the freight 
association and from the orders of the state regulatory com- 
missions and the Interstate Commerce Commission, is super- 
vised by a chief or head tariff compiler. The typical tariff room 
organization is subdivided into a number of groups of tariff 
compilers, each with several clerks assisting him in the work. 
Each compiler specializes in certain territories or types of 
rates. 

In the tariff bureau organization shown in the accompany- 
ing chart, the tariff compilation section has a chief tariff com- 
piler, a local tariff desk, a joint or “foreign” tariff desk, a desk 
that attends to tariff indices only, and a number of desks 
specializing in certain types of tariff publications. Each com- 
piler is responsible for the tariffs he prepares from the stage 
of the crude material, through the compilation, editing, print- 
ing and proofreading, to the binding of the tariffs. Questions 
of fact, interpretation, and procedure are raised by the tariff 
compilers with the chief compiler and, if necessary, by the 
compiler with the head of the tariff bureau. 


Distribution 


Another branch of the tariff bureau attends to the distri- 
bution of tariffs and supplements. This section is under a chief 
of tariff distribution who attends to the preparation of mailing 
lists for tariff distribution and to the placing of the tariffs on 
file with the agents of the carrier or with the agencies of 
connecting lines. This section also attends to the filing of the 
tariffs with the proper state regulatory commissions or with 
the Interstate Commerce Commission, and to the posting of 
files of tariffs in the principal offices of the railroad and proper 
files at other stations as required by law. 

Clerks of the tariff distribution section attend also to the 
billing of other carriers for their proportions of the expenses 
of tariff distribution and other tariff expenses. A stock room 
force attends to the supplies of tariffs on hand, to the forward- 
ing by railroad, mail, express, or United States mail services 
the tariffs for other roads or agents, and the disposition of 
cancelled and reissued tariffs and supplements. 


Percentage or Division Publication 


A number of railroads have sections of the tariff bureau 
that compile the bases for the distribution of the revenues 
among carriers parties to the tariffs. The percentage distribu- 
tion of each rate published by the carrier among the carriers 
parties to the tariff is determined by agreement among the 
carriers and published for the confidential information of the 
roads in the form of division sheets. These sheets indicate the 
percentage or prorate of each carrier participating in through 
rates and routes. 

Divisions of revenue are established by concurrent agree- 
ment of the carriers subject to the right of the Commission to 
prescribe divisions of rates among the carriers in the event 
they are unable to agree. The interstate commerce act, as 
amended by the transportation act of 1929, empowers the Com- 
mission to regulate joint rates, under which the Commission 
may prescribe equitable divisions for the future, and it may 
order the adjustment of present divisions of revenues to be 
made upon what it considers equitable terms. 

The act directs the Commission, in prescribing divisions, 
to take into consideration, among other factors, the following 
factors: 

1. The efficiency with which the several carriers concerned are 
operated. 

2. The amount of revenue required to pay the operating expenses, 
taxes, and a fair return on the railway property used in transporta- 
tion service by the respective carriers. 

3. The importance of the transportation service of the respective 
carriers to the public. 

4. The status of each carrier as an originating, intermediate or 
delivering line. 

5. “Any other fact or circumstances which would ordinarily 
without regard to the mileage haul, entitle one carrier to a greater 


or less proportion than any other carrier of the joint rate, fare or 
charge.” } 


The divisions or percentage sections of the tariff bureaus 
of the carriers work out the relative proportions of each rate 
via each joint route, to be given to each carrier participating 
in the tariffs. 

The Stenographic Force 

The volume of stenographic and typing work incident to 

tariff preparation and distribution and the complex files re- 


1Interstate Commerce Act, Section 15. 
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quired to be kept so permanent records are maintained by the 
stenographers and file clerks of the tariff bureau. These ep. 
ployes in some cases report to the heads of the tariff desks, 
while in other cases they are directly under the supervision 
of the chief of the tariff bureau or the chief clerk. 


The Connecting Line Section 


Certain carriers have another sub-division attached to the 
tariff bureau organization, the connecting line or joint ling 
department. This section of the tariff bureau is responsible 
for the examination of the tariff issues, supplements, ang 
division sheets issued by connecting lines in which the carriers 
participate. Routes, rates junctions, and the proportions of 
through rates provided for by the foreign lines are checked 
to protect the interests of the concurring carriers. 


The Filing Section 


A sub-division of the typical freight tariff bureau attends 
to the filing and storage of the vast library of tariffs issued 
or participated in by the carriers. This section arranges stores 
and accounts for the tariffs in its custody. 


Digest of New Complaints 


a — No. 5. A. J. Howard, Wellfleet, Neb., et al. vs. Santa 
e et al. 

Rates in violation sections 1, 3 and 15 of act, petroleum, points 
in Oklahoma, Kansas and Missouri to points in Nebraska. Alleges 
lesser rates through Superior, Neb., than through Kansas City. 
Ask rates for future and reparation. 

Sub. No. 52. Laporte Independent Oil Co., Laporte, Ind., 
vs. Santa Fe et al. 

Charges in violation section 6, petroleum products, points in 
— Kansas and Illinois to points in Indiana. Asks repara- 

on. 

. 22278. Sub. No. 1. Thompson Dairy Co., Inc., Albert Lea, Minn., 
vs. Santa Fe et al. 

Unreasonable rates, salt, points in Kansas and Michiagn, to 

oints in Nebraska, Wyoming, Colorado, North Dakota, South 

akota, Minnesota and Wisconsin. Asks rates for future and 
reparation. 
. 22296. Sub. No. 1. Cline and Bernheim, Nashville, Tenn., vs. 
Tennessee Central et al. 

Rates or charges in violation of first four sections of act, mixed 
carloads, scrap brass and copper, Nashville, Tenn., to Carteret, 
N. J. Alleges competitors at Memphis, Tenn., and at points in 
Georgia and Carolinas are accorded same rates on scrap brass 
and scrap copper in mixed carloads as are assessed in straight 
carloads in violation of section two and preferential in violation 
of section 3 in that competitors are accorded privileges of ship- 
ping scrap metals in mixed carloads, at same rates as assessed 
on straight carloads. Asks rates for future and reparation. 

"  % ye No. 1. Jack R. Forcheimer, St. Louis, Mo., vs. C. B. 
& Q. et al. 

Rates and charges in violation of sections 1, 4 and 6 of the act, 
scrap iron, St. Louis to Granite City, Ill., reconsigned to Keokuk, 
Ia. Asks cease and desist order and reparation. 

. 22352. The Nebraska Seed Co., Omaha, Neb., vs. C. & N. W. et al. 

Rates in violation sections 1 and 6 of act, seeds, Smithland, Ia., 
to Omaha, Neb. Asks rates for future and reparation. 

. 22353. Layne-New York Co., Inc., New York, N. Y., vs. New 
Haven et al. 

Unreasonable rates, coarse sand or gravel, New Haven, Conn., 
to Providence and Tiverton, R. I., Woburn, Mass., and Olean, N. 
Y. Asks rates for future and reparation. 


. 22354. Tri-State Traffic Co., Knoxville, Tenn., vs. L. & N. et al. 
Rates in violation first four sections of act, bananas, New Or- 

leans, La., to Athens, Tenn. Chattanooga and Knoxville, Tenn., 

preferred. Asks rates for future and reparation. 

. 22355. F. M. Baldwin & Co. et al., Detroit, Mich., vs. Southern 

Pacific et al. 

Rates and charges in violation, first four sections of the act, 
melons, points in California and Arizona to Detroit, Battle Creek, 
Grand Rapids and Kalamazoo, Mich. Alleges section 3 violated 
because defendants provide preferential refrigeration rates or 
charges on melons from group A points in California and group 
A points in Arizona to Michigan, while from intermediate points 
they demand higher rates or charges. Asks reparation. 


. 22357. The Barrett Co., New York, N. Y., vs. A. G. S. et al. | 
Unreasonable rates, coal tar, Ensley, Ala., to Crossville, Isoline, 
and Cookeville, Tenn. Asks cease and desist order and reparation. 
22358. H. J. Heinz Co., Pittsburgh, Pa., vs. Pacific Electric et al. 
Unreasonable rates, pickles, Compton, Calif., to Brooklyn, N. 
Asks cease and desist order and reparation... 
22359. pate Patent Cup Co. et al., Mobile, Ala., vs. G. H. & §. 
A. et al. 
Rate in violation, sections 1 and 3 of act, galvanized iron tur- 
pentine cups and aprons, Mobile, Ala., to Eagle Pass, Tex., des- 
tined to Mexico. Ask rate for future and reparation. 


. 22360. W. H. Edgar & Son, Detroit, Mich., vs. B. & O. R. R. et al. 

Rates and charges, in violation sections 1 and 4 of act, sugar, 
points in western part of Louisiana to Detroit, Mich. Asks rates 
for future and reparation. 


‘ Fwy ‘a Lumber Co. et al., Albuquerque, N. M., vs. Santa 
e et al. 
Unreasonable charges, coal, points in Colorado to points in New 
Mexico. Ask rates for future and reparation. 


. 22362. Evansville Chamber of Commerce et al., Evansville, Ind. 
vs. A. B. & C. et al. 

Rates in violation, sections 1 and 3 of the act, cotton factory 
products, commonly classified as cotton piece goods, betwee! 
points in Alabama, Florida, Georgia, Kentucky, oy North 
Carolina, Louisiana, South Carolina, Tennessee, also vansville, 
Ind., and Cannelton, Ind., on the one hand, and points in Massa- 
chusetts, New York, New Jersey, Connecticut, Delaware, Rhode 
Island and Pennsylvania on the other. Complainants say _ they 
are in competition with cotton mills throughout southern classi- 
fication territory. Ask rates for future. 
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ce 


A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow's advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week © 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 


SESEESSSSSES 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


SUBJECT TO CHANGE WITHOUT NOTICE 


Voy. Baltimore Philadelphia Los Angeles 

No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
7 CALMAR Sailed Sailed July 6 July11 
7 PENNMAR | Junel8 June22/| June24 June30/ July 21 July 26 
7 YORKMAR | July 3 July 7| July 9 July15/} Aug. 5 Aug.10 
7 MASSMAR | July18 July 22/| July 24 July 30} Aug.20 Aug.25 
7 OAKMAR Aug. 3 Aug. 7| Aug. 9 Aug.15| Sep. 5 Sep. 10 
7 TEXMAR Aug.18 Aug.22| Aug.24 Aug.30/| Sep. 20 Sep. 25 
6 CUBORE Sep. 3 Sep. 7| Sep. 9 Sep.15/ Oct. 6 Oct. 11 

San Francisco 
Oakland Portland Seattle 

No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
7 CALMAR July 13 July 16} July 19 July 20| July 22 July 24 
7 PENNMAR | July 28 July 31| Aug. 3 Aug. 4] Aug. 6 Aug. 8 
7 YORKMAR | Aug.12 Aug.15| Aug.18 Aug.19| Aug.21 Aug.23 
7 MASSMAR | Aug.27 Aug.30| Sep. 2 Sep. 3| Sep. 5 Sep. 7 
7 OAKMAR Sep. 12 Sep. 15| Sep. 18 Sep. 19| Sep. 21 Sep. 23 
7 TEXMAR Sep. 27 Sep. 30} Oct. 3 Oct. 4] Oct. 6 Oct. 8 
6 CUBORE Oct. 13 Oct. 16| Oct. 19 Oct. 20} Oct. 22 Oct. 24 


CALMAR VESSELS ASSURE LOWEST INSURANCE RATES 
OBTAINABLE IN THE INTERCOASTAL SERVICE 


For information regarding rates, etc., apply to nearest office: 
CALMAR STEAMSHIP CORP. CALMAR STEAMSHIP CORP. 


Swayne & Hoyt, Agts. 
240 Front St., San Francisco, Tel. Daven- 


port 6700 
318. Trans. Bidg., Los Angeles, Tel. Trinity 
ott Bes. Trade Bidg., Portland, Ore., Tel. 
way 
201 Central Bidg., Seattle, Tel. Elliott 5383 


Bosse f & McCormack, Gen. Agts. 
New York, Tel. Bowl. Grn. 2885 
Bourse it hid pat Pa., Tel. Lomb. sag 
Bidg., Balto., Md., 


a 
Oliver Bide. oF ittsburgh, Pa., Tel. Atlantic 


Rookery Blidg., Chicago, Ill., Tel. Central 
Union Trust Bidg., Cleveland, 0O., Tel. 
Cherry 4791 


PACIFIC COAST PIERS 


Los Angeles—230 B- Las Island 
i—Howard Term ~~} 


ATLANTIC COAST PIERS 
Baltimore—Pier 5, West Md. Ry. Port 


Cov 
Philadelohia—Pier 27 N. Reading Co. 





Fastest Service by Sea 
Passenger and Freight 


New York—Havana—Panama Canal—Balboa 
—San Diego (Westbound)—Los Angeles—San Francisco. 

Lng ~~ of Lading to or from other Pacific Coast 
ports; European, West Indian, Canadian, Hawaiian, 
Far hetaee and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage at 
moderate charge. 
cargo. 


Itinerary: 


All steamers equipped for refrigerator 


Proposed Sailing Dates: 
Eastbound from 
Westbound from New York San Francisco—Los Angeles 
CALIFORNIA(new)..June29 Aug.10 MONGOLIA...... July 6 Aug. 17 
a -- - July 13 Aug.24 CALIFORNIA(new) . July 20 Aug. 31 
MONGOLIA...... July 27 Sept. 7 VIRGINIA (eH) - Aug. 3 Sept.14 
From Los Angeles 2nd day following 


ELL ied ee a 


INTERNATIONAL MERCANTILE MARINE COMPANY 





Pier 61 North River, N. Y. C. 
W. 23rd St.) Tel. Chelsea 6760 
hicago, 180 N. Michigan Ave. 
Philadelphia, Public Ledger Bldg. 


1 Broadway, N. Y. C. 

Tel. Bowling Green 8300 
Boston, 84 State Street 
Baltimore, Chamber of Com- 


San Francisco, 60 California St. ce Bldg. 
Angeles, 


Central "Bldg. 
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No. 22118. Sub. No. 1. Anoka Butte Lumber Co. et al., Anoka, Neb., 
vs. Arkansas Valley Interurban et al. 
Rates in violation sections 1, 3 and 15 of act, salt, Lyons and 
other Kansas points to Nebraska, South Dakota and Colorado 
oo, | as compared with rates to Lincoln and Omaha, Neb., Sioux 
it and nver, Colo. Ask rates for future and reparation. 
q “ees. Brown Grain Co., Minneapolis, Minn., vs. C. Sst. P 

P. et al. 

Unreasonable charges, wheat, points in Montana to Superior, 
Wis. Asks reparation. 

. 22364. . Peabody Lumber Co., Columbia City, Ind., vs. N. Y. 
Cc. & St. L. et al. 

Rates in violation first three sections of act, logs, Bluffton, Ind., 
to Brewster Shop, O. Alleges lower rates apply on same com- 
modity in same general territory. Asks rates for future and 
segeention. 

22365. Strauss & Son, Inc., Monroe, La., vs. Mo. Pac, et al. 

Rates ft violation first three sections of act, watermelons 
Yturria and Poteet, Tex., to Monroe, La. Alleges Ruston and 
Shreveport, La., preferred. Asks freight re on basis of rates 
in Southwestern Lines’ 8-H, Johanson’s I. C. 1988; waiver of 
undercharges and cease and desist order. 

a Maumee Feed & Fertilizer Co., Toledo, O., vs. N. Y. C. 
et al. 

Rates in violation first four sections of act, garbage tankage, 
Rochester, N. Y., to Toledo, O. Alleges Buffalo, N. Y., preferred. 
Asks rates for future and reparation. 

22367. Tilman O. Bush et al., Ben Davis, Ind., vs. B. & O. et al. 

Rates in violation sections 1 and 3 of act, coal, mines in Ken- 
tucky, West Virginia and Virginia, Inner and Outer Crescent mines 
as described in I. & S. 774, 46 I. C. C. 66, to Ben Davis, Ind., as 


compared with rates to Mars Hill, Maywood, Speedway and West 
es Ind. Ask rates for future Sag i. 


Iowa Fiber Box Co., Keokuk, Ia., vs. C. I. & P.-et al. 
Rate in violation sections 1, 3 and " of act, corrugated fibre- 
board boxes, Keokuk, Ia., to Urbanette, Ark. Competitors at Kan- 
ta City and St. Louis preferred. Asks rate for future and repara- 
on. 
. 22369. The Permutit Co., New York, N. Y., vs. Pennsylvania et al. 
Unreasonable, discriminatory and prejudicial rates, sand (known 
as Permutit or Zeolites), Birmingham, N. J., to points in all parts 
of U. S. on lines of defendants. Lower rates maintained from 
points in southern New Jersey and Philadelphia, Pa. Asks rates 
for future and reparation. 
. Hoopeston Canning Co., Hoopeston, Ill., vs. C. C. C. & St. 
and points in south- 


L. et al. 
Unreasonable charges, coal, Harrisburg, IIl., 
ern Illinois group, to Hoopeston, Ill. Asks rates for future and 
reparation. 
Mobile, Ala., vs. G. M. & N. et al. 


. 22371. McPhillips Mfg. Co. et al., 
Unreasonable, preferential and prejudicial rates, wooden blinds, 
doors, sash, shutters and molding in straight or mixed carloads 
or mixed with lumber, carloads, Mobile, Ala., to New Orleans, La., 
for export. Alleges Brewton, Ala., Laurel, Meridian and Jackson, 
Miss., Memphis, Tenn., and Little Rock Ark., are preferred. Ask 
rates for future and reparation. 
. 22372. Thompson Veneer Co., Edinburg, Ind., vs. A. C. L. et al. 
Charges in violation sections 1 and 3 of act, logs, Ahoskie, Rich 
Square, and Tarboro, N. C., to Edinburg, Ind. Alleges rates rela- 
tively higher than rates to western points and also higher than 
those on logs and lumber from Virginia common and local points 
to Edinburg. Asks rates for future and reparation. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have @ any knowledge.) 

Akron, O.—Traffic Study Club of Akron. U. E. Kuntz, 
Pres.; S. A. Brigham, Secy. and Treas. 

_ . Akron (0O.) Traffic Club. J. C. Williams, Pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. G. T. 
Russell, Pres.; G. W. Campbell, Secy.-Treas. 

Anderson (Ind.) Traffic Club. John Peters, Pres.; Fred 
Waugh, Secy. 

Atlanta—tTraffic Club of Atlanta. F. C. Cheney, Pres.; 
F. B. Porter, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. E. F. Coyle, Pres.; 
C. F. Johnston, Secy. 

Baton Rouge Traffic Club. D. S. Reymond, Pres.; R. J. 
Eisworth, Secy.-Treas. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Binghamton, N. Y.—Greater Binghamton Traffic Club. G. A. 
Scully, Pres.; J. A. Simmons, Secy. 

Birmingham (Ala.) Traffic and Transportation Club. R. A. 
McCaffrey, Pres.; W. E. Francis, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. S. B. St. John, Pres.; W. M. Macomber, Secy.; 
Treas. 

Bridgeport (Conn.) Traffic Association. H. J. Benzie, Pres.; 
A. Winter, Secy. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
Louis Harber, Pres.; A. C. Welsch, Secy. 

Buffalo Transportation Club. G. H. Pres.; Fred 
Norcliffe, Secy.-Treas. 

Camden (N. J.) Industrial Traffic Club. N. H. Lawton, Pres.; 
H. P. Ross, Secy. 

Canton (O.) Traffic Club. I. R. Wagner, Pres.; L. D. Ellis, 
Secy. 

Chattanooga Traffic and Transportation Club. G. W. Frank, 
Pres.; E. R. White, Secy.-Treas. 

Chicago Traffic Club. A. R. Gould, Pres.; H. E. Mac- 
Niven, Secy. 

Chicago, Junior Traffic Club of. H. A. Taylor, Pres.; J. E. 
Paulen, Secy. 
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. Cincinnati Traffic Club. Theo. Davis, Pres.; G. W. Doll 
ecy. 

Cincinnati Association of Traffic Students. J. S. Birsinger 
Pres.; F. H. Topmiller, Secy. 

Clarksburg (W. Va.) Traffic Club. O. W. Robinson, Pre. 
F, G. Kinney, Secy.-Treas. ‘ 

Cleveland Traffic Club. A. H. Brown, Pres.; W. A. Ray 
Secy. ; 

Columbus, O., Transportation Club. C. E. Veth, Preg. 
W. A. Bickel, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. 4. p 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. Robert McDonald, 
Pres.; M. T. Otto, Secy. 

Dallas Traffic Club. N. L. Rankin, Pres.; O. K. Sanders, 
Secy.-Treas. 

Davenport, Ia.—Tri-City Traffic Club. H. J. Schroeder, Preg,; 
A. J. Christiansen, Secy.-Treas. 

Decatur (Ill.)’ Transportation Club. Preg,; 
A. Lukey, Secy. 

Des Moines Transportation Club. J. J. Lynch, Pres.; Guy 
Adams, Secy.-Treas. 

Denver Traffic Club. C. I. Fitzgerald, Pres.; 
Secy. and Treas. 

Denver Commercial Traffic Club. E. L. Adams, Pres.; ¢, J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. F. J. Armstrong, Pres.; 
Secy. 

Detroit, Mich., Motor-City Traffic Club. J. A. Treat, Pres,; 
F. A. Salter, Secy. 

Elmira (N. Y.) Traffic Club. W. C. Metzger, Pres.; M. J. 
Wilson, Secy.-Treas. 

El Paso Traffic Club. E. F. Anderson, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. R. C. Foster Pres.; 
Secy. 

Evansville Ind.) Transportation Club. R. J. Siemers, Pres; 
P. W. Lawrence, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne (Ind.) Transportation Club. W. A. Carmer, 
Pres.; C. L. Saurbaugh, Secy. 

Fort Worth Traffic Club. E. E. Wyatt, Pres.; I. 8. McCon- 
neH, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Greater Binghamton (N. Y.) Traffic Club. A. A. Gerlitz, 
Pres.; J. A. Simmons, Secy. 

Grand Rapids Transportation Club. J. E. MacGregor, Pres; 
John Timmers, Secy. 

Hamilton, Ont., Traffic Club. O. A. Sharp, Pres.; W. T. 
Galloway, Secy.-Treas. 

Hartford Traffic Association of Hartford (Conn.) and Vi 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. J. E. Carter, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
ning, Pres.; R. C. Johnston, Secy. 

Jackson (Mich.) Transportation Club. C.. H. Berry, Pres.; 
G. L. Baldwin, Secy. 

Jacksonville (Fla.) Traffic Club. C. E. Muller Pres.; H. W. 
Lee, Secy.-Treas. 

Jamestown (N. Y.) Traffic Club. R. C. Kohn, Pres.; 0. M. 
Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 

Jersey City Traffic Club. J. E DeShazo, Pres.; J. J. Cul 
lington, Secy. 

Joplin (Mo.)—Tri-State Traffic Club. S. A. Fones, Pres.; 
W. B. Schreirer, Secy.-Treas. 

Kalamazoo Traffic Club. L. E. Weirs, Pres.; Arthur Wol 
cott, Secy. 

Kansas City Traffic Club. G. L. Walker, Pres.; A. A. Lut 
trell, Secy.-Treas. 

Knoxville (Tenn.) Traffic Club. P. W. McKinney, Pres.; 8.L 
Carson, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. A. J. 
Kohler, Pres.; A. H. Spinner, Secy. and Treas. 

Lansing (Mich.) Traffic Club. Sherwood Bennett, Pres; 
Melroy Lewis, Secy. 

Little Rock (Ark.) Traffic Club. W. B. Wier, Pres.; J 
Meaders, Secy.-Treas. 

Los Angeles Transportation. Club. T. A. Loretz, Pres. 
L. G. Wilson, Secy.-Treas. 

Los Angeles, Calif. 
H. W. Pate, Pres. 

Los Angeles Women’s Traffic Club. Grace Dewey, Pres: 
Emma A. Kentz, Secy.-Treas. 

Louisville Transportation Club. L. F. McFarland, Pres: 
S. A. Cash, Secy. 


P. G. King, 


W. H. Bremer, 


W. M. Eismann, 


W. F. Ben- 


Harbor Transportation Association. 





T. R. Cochrane, 


Jun 
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WORLD WIDE FREIGHT AND PASSENGER SERVICE RASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 


1 Q2 —- BE ag an sail- New York 
ngs. any special- . . 

ized types of carriers. Low Bi-Weekly or Fortnightly 

insurance rates. Fast Mail DIRECT TO 

ugeen. Care ond stil in hen LOS ANGELES HARBOR—SAN 

FRANCISCO, OAKLAND, PORTLAND, 

These are some of the factors SEATTLE and TACOMA 

which enable us to render the 


shipper a service of unusual merit. Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
7 and British Columbia 





MUNSON STEAMSHIP LINE 


Munson ee ve Wall St., New York 
Citenge, B ei Pittabureh, Balti Baltimore, 
| INTERNATIONAL MERCANTILE MARINE COMPANY 
A. C. FETTEROLF, Vice-President, Freight Traffic 


No. 1 Broadway, New York McCORMICK STEA STEAMSHIP CO. 


J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago GENERAL PACIFIC COAST AGENTS 





UNITED FRUIT COMPANY 


EE Steamship Service <@> 


ORIENT IS General Offices, One Federal St., Boston, Mass. 
SPEEDING UP! FREIGHT AND PASSENGER SERVICE 


Customers in the Orient are doing 
business in the new tempo—they Between 
want their goods in a hurry. Meet 


this demand by shi: g on *‘Presi- 

ie Sa coe ae ee New York New Orleans 
Saturday from Seattle to Yokohama, ° 
Kobe, Shanghai, HongKong and Boston and San F rancisco 
Manila, and arriving from the Orient 
every alternate Monday. 

To add to this schedule, six 10,000-ton Havana and Santiago, Cuba; Jamaica, Panama, 
ee ee ee ae Colombia, Costa Rica, Guatemala, Honduras, Brit- 
+ satiny prers HongKong ond Phallip- ae ish Honduras, and via transshipment at Cristobal 
pine Island Ports EE to West Coast Ports of Mexico, Central and South 


T. J. KEHOB, Gen. Eastern Agt.,32 Broadway, New York 2 America. 
R. W. Bruce, Gen. - # 
. —aa eee For rates and other information address: 
TES, reight ie “ene 


= ft i. none. | FREIGHT TRAFFIC DEPARTMENT 
American Mail Line 438 California St. 17. Battery Place, $21 St. Charles St. 


and 


New York, N. Y. 
Leng Wharf, 140 8. Dearborn St., 
Boston, Mass. Chicago, Ill. 


wan 
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Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.)-Central Ohio Traffic Club. A. R. Tennis, Pres.; 
D. H. Jones, Secy. and Treas. 

Memphis Traffic Club. L. D. Nicholson, Pres; H. H. Schutt, 


Secy. 
"‘sdenenhte—Wemen’s Traffic Club. Mrs. O. E. Bisplinghoff, 
Pres.; Miss Mary McLaughlin, Secy.-Treas. 

Milwaukee Traffic Club. J. M. Zakariasen, Pres.; 
Manske, Secy. and Treas. 

Milwaukee Junior Traffic Club. G. B. Thomson, Pres.; 
J. R. Dryer, Secy.-Treas. 

Minneapolis Traffic Club. J. L. Losie, Pres.; J. G. Mann, 
Secy. 

Minneapolis Junior Traffic Club. R. A. O’Leary, Pres.; C. C. 
Morey, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic Club. J. E. Paterson, Pres.; E. BE. Quincy, 
Secy. and Treas. 

Montreal, Can., Traffic Club of; C. N. Ham, Pres.; F. T. 
Parker, Secy.-Treas. 

Muskegon Transportation Club. L. D. Drake, Pres.; G. D. 
Elliott, Secy.-Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. W. A. Ruehl, Pres.; R. W. Tims, 
Secy. 

— N. J. New Jersey Industrial Traffic Club. E. B. 

Johnson, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. C. H. Emery, Pres.; 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. W. H. DeFrance, Pres.; E. C. 
Marks, Secy. 

New York Traffic Club. G. F. Hichborn, Pres.; C. A. Swope, 


Ervin 


Secy. 
New York Traffic Forum. S. Moss, Pres.; C. Metz, Secy. 
New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. J. E. McDonald, Pres.: 
V. Wanamaker, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E., Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

New York, N. Y.—Cooperative Traffic Association of New 
York. J. J. Scully, Pres.; C. J. Baker, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. M. D. Walsh, Pres.; 
R. T. Ethredge, Secy. 

Oakland (Calif.) Traffic Club. L. A. Neill, Pres.; T. T. Har- 
rington, Secy.-Treas. 

Oil City-Franklin (Pa.) Traffic Club. L. A. Martin, Pres.; 
J. V. Lukehart, Secy. 

. Oklahoma City Traffic Club. Graham Waring, Pres.; E. C. 
Wolfe, Secy. 

Omaha Traffic Club. Dan Geilus, Pres.; W. V. C. McCor- 
mack, Secy. and Treas. 

Peoria Transportation Club. W. C. White, Pres.; O. B. 
Eddy, Secy.-Treas. 

Philadelphia Traffic Club. T. N. Butler, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 

Phoenix (Ariz.) Traffic Club. J. L. O’Connell, Pres.; R. M. 
Rowan, Secy. 

. Pittsburgh Traffic Club. J. C. Gross, Pres.; A. H. Orr, 
ecy. 

Pittsburgh, The Traffic and Transportation Association of. 
C. W. Gottschalk, Pres.; S. H. Verner, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W. W. Shingle, Pres.; C. C. Prichard, Secy. 

Portland (Maine) Traffic Association. J. A. De Gagne, Pres.; 
G. H. Thompson, Secy. and Treas. 

Portland (Ore.) Industrial Traffic Club. F. O. Curtis, Pres.; 
C. C. Meriweather, Secy. 

Portland, Ore. Rose City Traffic Club. H. L. Hudson, Pres.; 
W. O. Roberts, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. A. Leon, Chairman; E. C. Southwick, Secy. 
P Racine Traffic Club. A. F. Bowman, Pres.; P. E. Johnson, 

ecy. 

Richmond (Va.) Traffic Club. O. J. McSwain, Pres. <a. 
Lee, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. I. G. Zoerner, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres.; D. 
MacDonald, Secy.-Treas. 

St. Joseph, Mo., The Traffic Club of. Scott Sallyards, Pres.; 
J. L. Power, Secy.-Treas. 


THE TRAFFIC WORLD 


Vol. XLII, No, 25 


St. Louis Traffic Club. J. N. Cornatzar, Pres.; S. E. Wilson, 
Secy. 

St. Louis, Junior Traffic Club of. C. M. Morgan, Pres. 
E. L. Neuhaus, Secy. : 

St. Paul Transportation Club. C. K. Landes Pres.; ¢, 4 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. J. Gugenheim, Pres. 
G. H. Doyle, Secy.-Treas. , 

San Diego (Calif.) Traffic Club. J. B. A. Brennan, Preg,; 
G. F. Reil, Secy. 

San Francisco Transportation Club. W. J. Martindale, Preg.; 
Herman Pierson, Secy. 

San Francisco-Pacific Traffic Association. J. H. Todd, Pres,; 
L. B. Hughes, Secy. 

San Francisco Women’s 
Pres.; Isabel Tooley, Secy. 

Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Me- 
Donald, Secy.-Treas. 

Seattle Transportation Club. A. F. Haines, Pres.; E. w. 
Mosher, Secy.-Treas. 

Shreveport (La.) Traffic Club. H. B. Hearne, Pres.; ©, B, 
Booth, Secy. 

Sioux City Traffic Club. C. W. Evers, Pres.; R. J. Shee- 
han, Secy.-Treas. 

South Bend (Ind.) Traffic Club. H. F. Jackson, Pres.; J, J, 
Crimmins, Secy.-Treas. 

Springfield (Mass.) Traffic Club. A. A. Chilson, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. 
Greene, Secy.-Treas. 

Syracuse Traffic Club. J. J. Jacobs, Pres.; F. M. Varah, 
Secy. 

Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 

Terre Haute Transportation Club. H. A. Hollopeter, Pres.; 
F. H. Voelker, Secy. 

Toledo Transportation Club. W. I. Nokely, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can.—The Transportation Club of Toronto. 
Lown, Pres.; H. F. Walker, Secy. 

Trenton (N. J.) Traffic Club. B. H. Reed, Pres.; G. E. 
Mace, Secy. ; 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. 
A. H. Farrar, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. Paul). 
Mrs. Sarah O. Seamer, Pres.; Miss A. Sundquist, Secy. 

Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres.; C. E. 
Darrigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy, 
Treas. 

Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. T. G. Pascoe, Pres.; 
P. H. Michel, Secy. 

Wichita Traffic Club. C. C. Raynolds, Pres.; W. C. More- 
house, Secy.-Treas. 

Wilmington, Del., The Traffic Club of. 
J. E. V. O’Conner, Secy. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; A. A. Shafer, Secy.-Treas. 

Worcester (Mass.) Traffic Association. Charles Firth, § 
Pres.; Ernest Opitz, Secy. 

York (Pa.) Traffic Club. S. P. Davin, Pres.; B. N. Gingerich, 
Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres? 
P. B. Wait, Secy.-Treaa. 


POSITIONS WANTED OR OPEN 


WANTED—Complete set of Interstate Commerce Commission bound 
reports. Will buy all or part. Advise what you have and at what 
price. Address H. R. S. 224, care Traffic World, Chicago, IIl. 


POSITION WANTED—A former railroad official and executive 
industrial plant desires position as traffic manager with industrial 
plant or commerce assistant with railroad. Married, age forty-one. 
Wide experience with all rates, rules, regulations and classification 
and handling and preparing cases before commissions. Address A 
B. C, 222, care Traffic World, Chicago, Ill. 


POSITION WANTED—Traffic manager or assistant, fifteen years 
experience industrial and railroad circles together with special F 
ing in traffic affairs; married, thirty-seven years old; now employed. 
Address A. A. A. 206, care Traffic World, Chicago, Ill. 


TRAFFIC FORM HEADQUARTERS are m the same offices that 
produce The Traffic World. Save time, trouble and money by select- 
ing yours from our complete stock. Our sample folder furnishes ® 
permanent record for your files. Ask for it. The Traffic Service 4 
poration, 418 S. Market St., Chicago. 


Traffic Club. Jessie G. Inglis, 


E. L. Cardle, Pres.; F. J. 


C. H. 


S. B. Myers, Pres.; 


J. P. Stewart, Pres.; 
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Chicago’s and Kansas City’s 


Most Modern Warehouses SES 
pHOU 
JNAL wor ” 


TERM 
cRoOS®.,, ms Pooi Car 
Distribution 


Merchandise 
Storage 


2000 Carload 
Capacity 


NEV ORLEANS 


In the heart of the Commercial District 


we have a distributing depot Fg my freight, 
erated for the rvi on 


ialized o 
prom: and efficiently as your own shipping department. 
The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES 










OFFICE: 
201 Iberville 













MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 








Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. | 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston....... Mondays and Thursdays 


Low Rates 








Quick Dispatch Thru Package Cars 






GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 


UTTLE ROCK, ARK. | 


A Modern Warehouse 
WITH 


Office, Display and Storage Space 
LOCATED in the heart of Little Rock’s jobbing district, 
ub this new five-story warehouse has not only a storage capac 
ity of 1,900,000 cubic feet, but also light airy offices with ample 
th, | room for display of samples, advertising material and so on. 
ipped with every modern loading and unloading device and 
ch, enjoying switching privileges from any line entering the citf. 
a! — Fireproof. Attractive, Low Insurance Rates 
r Pool Car Distribution. Household Storage 


New Terminal Warehouse Company 


LITTLE ROCK, ARKANSAS 


Member = Warehousemen’s Association, 
American Chain of Warehouses 
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MEMBERS A.W.A O.W.A 


TERMINAL 


BU/LOS BETTER BUSINE 


MERCANTILE WAREHOUSING ANS DISTRIBUTING 


PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 


Regular Fortnightly Sailings Direct to 


CARTAGENA, CRISTOBAL, COLON, BALBOA, PANAMA 
CITY, CORINTO, LA LIBERTAD, ACAJUTLA, 
CHAMPERICO and MAZATLAN 


With transshipment service via Cristobal to Punta Arenas, 
San Juan del Sur, Amapala, La Union, San Jose de Guate- 
mala, Acapulco and Manzanillo, Mexico. 

Next Sailing from New York 


Intercoastal freight accepted both West and Eastbound, from New York 
to Los Angeles Harbor and San Francisco and from California ports 
to New York. 

140 S. Dearborn St., Chicago, Ill. 2 Pine Street, San Francisce, Cal. 
10 Hanover i. New York, N. Y. 548 S. Spring St., Les Angeles, Cal. 








Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 
Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 


trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


S. N. LONG WAREHOUSE 


Storers, Distributors 
Forwarders 





























General ili dita 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 
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ar OUR OWN MOTOR TRUCKS Vid MALLORY and MORGAN S. S. LINES 
THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ©*"*S™E; FucHs. 
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Docket of the Commission 


NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

June 24—Richmond, Va.—Examiner Binkley: 
22129—Boscobel Granite Quarries, Inc., vs. C. & O. Ry. et al. 
June 24—Huntington, W. Va.—Examiner Gwynn: 
22078—West Virginia Rail Co. vs. B. & O. R. R. et al. 
June 24—Los Angeles, Calif.—Examiner Mohundro: 
1. & S. lassification of airplane and airplane parts in Offi- 
cial, Southern and Western territories. 
21972—-Frank B. Bowker et al. vs. A. T. & S. F. Ry. et al. 


June 24—Milwaukee, Wis.—Examiner Hagerty: 
18807—Menasha Wooden Ware Co. vs. A. R. R. R. et al. 


June 24—Hutchinson, Kans.—Examiner Hill: 
22233—Grovier-Starr Produce Co. vs. A. V. IL. Ry. et al. 


June 24—New York, N. Y.—Examiner Griffin: 
—".t oa (Vt.) Chamber of Commerce et al. 
. R. et al 
June 24—Chicago, Ill._—Examiner Crowley: 
20167 (and Sub. 1)—Eagle-Ottawa Leather Co. vs. C. C. C. 
L. Ry. et al. 
June 24—Argument at Washington, D. C.: 
20066—San Diego Oil Products Corp. vs. H. I.-U. Ry. et al. 
20067—-San Diego Oil Products Corp. vs. S. D. & A. Ry. et al. 
21227 (and Sub. 1)—American Cotton Waste and Linter Exchange 
vs. B. & O. R. R. et al. 
21629—Allied Contractors, Inc., vs. C. = > R. R. 
21710—Bartley Co-Op. Oil Co. et al. vs. rol — . W. Ry. et al. 
June 24—New York, N. Y.—Examiner Disq 
Fourth Section Application Nos. 13638 pre 13639 (adjourned hearing). 


June 24—Washington, D. C.—Examiner Curtis: 
21630—American Tar Products Co. vs. A. B. & C. R. R. et al. 


June 24—Washington, D. C.—Examiner <a 
22058—Corning Glass Works vs. B. & O. R. et al. 


June 25—Cincinnati, O.—Examiner Fae ag 
21954—O. A. Smith Agency, Inc., vs. B. & 
22007—O. A. Smith Agency, Inc., vs. A. G. 
22093—-O. A. Smith Agency, Inc., vs. A. C. 
22037—O. A. Smith Agency, Inc., vs. A. 
June 25—Norfolk, Va.—Examiner Binkley: 
21956—G. W. Capps et al. vs. Nfk. Sou. R. R. e 
Portions Fourth Section Application Nos. 1074, 1548 ‘and 4577. 


June 25—Los Angeles, Calif.—Examiner Mohundro: 
22107—Mission Hosiery Mills, A. H. Wittenberg, Inc., vs. A. T. & 
S. F. Ry. et al. 
June 25—Frankfort, Ky.—Examiner Hosmer: 
21373 (and Sub. 1)—Commonwealth of Kentucky et al. 
& Western Ry. et al. 
Fourth Section Application No. 13470 et al. of Agent J. E. Tilford. 


June 25—New York, N. Y.—Examiner Griffin: 
22038—Federated Metals Corp. vs. N. Y. N. H. & H. R. R. et al. 


June 25—Chicago, Ill.—Examiner Crowley: 
21947—-Swift Co. vs. Long Island R. R. et al. 


June 25—Milwaukee, Wis.—Examiner Hagerty: 
22059—Scott and Howe Lumber Co. vs. C. & N. W. Ry. et al. 


a 25—Argument at Washington, D. C.: 
19955—West Virginia Brick Co. et al. vs. H. V. Ry. et al. 
21094—-Dodge County Lumber Co. vs. Southern Ry. 

21173—Dodge County Lumber Co. vs. S. A. L. Ry. 

June + ye D. C.—Examiner Curtiss: 

1. & S. 3290 (8rd, 4th and 5th supplemental orders)—Restriction in 
routing in connection with the Ga. and Fla. R. R. between Green- 
wood, S. C., and Augusta, Ga. 

June 26—-Cincinnau, Ohio—Examiner Gwynn: 

1. & S. No. 3303—Hay and straw stopped for inspection at Cincin- 

nati, O., and reshipped to points beyond. 
June 26-—New York, N. Y.—Examiner Griffin: 

22055—A jax Paper Mills, Inc. (Walter E. Greenwood and Vincent R. 

Hann, receiver), vs. N. Y. C. R. R. et al. 


June 26—Tulsa, Okla.—Examiner Hill: 
21762—Selden Truck Corp. et al. vs. C. C. C. & St. L. Ry. et al. 
21892 (and Sub. 1 to 3, incl.)—Norval Motor Corp. vs. A. T. & S. F. 
Ry. et al. 
June 26—Los Angeles, Calif.—Examiner Mohundro: 
22214—Beggs Bros. Fruit Co. et al. vs. A. T. & S. F. Ry. et al. 


June 26—Chicago, Ill.—Examiner Crowley: 
22224—Armour & Co. vs. A. C. & Y. Ry. et al. 
June 26—Argument at Washington, D. ee 
20315—Peninsula Exchange, Inc., vs. A. V. R. R. et al. 
21123—Capital City Monument Works et al. vs. B. & O. R. R. et al. 
21408—General Electric Co. et al. vs. A. & R. R. R. et al. 
we 26—Washington, D. C.—Examiner Curtiss: 
. & S. 3290 (6th supplemental order)—Restriction in routing in con- 
“nection with Ga. & Fla. R. R. between Greenwood, S. C., and 
Augusta, Ga. 
June 27—Greensboro, N. C.—Examiner Binkley: 
* Fourth Section Application No. 2056 et al. (in connection with No. 
22259, Greensboro Cut Stone Co. et al. vs. I. C. C. R. R. et al). 


June 27—Cincinnati, O.—Examiner Gwynn: 
1. & §S. 3309—Restriction in transit 5 - _—_ and —~ prod- 
ucts for account of Pennsylvania R. R incinnati, 
June 27—Tulsa, Okla.—Examiner Hill: 
— m9, Sub. 1)—Winona Oil Co. et al. 
et al. 
June 27—New York, N. Y.—Examiner Griffin: 
22072—United Paperboard Co., Inc., vs. A. A. R. R. et al. 
June a ag N. C.—Examiner ead 
22237— . Anderson & Co. et al. vs. F. E. C. Ry. et al. 
22083—W. I. Anderson & Co. et al. vs. Southern Ry. et al. 
22094—-W.. I. Anderson & Co. et al. vs. Y. . MV. BR. RB. ot al. 
22259—-Greensboro Cut Stone Co. et al. vs. IC. R. R. et al. 


vs. A. & St. 


& St. 


vs. Ahnapee 


wa, A. T. @ GB. P By. 


June 27—Chicago, Ill.—Examiner Crowley: 
22063—-E. & A. Opler, Inc., vs. B. & O. R. R. et al. 
June 27—Ashland, Wis.—Examiner Hagerty: 
22101 Pittsburgh and Ashland Coal & Dock Ry. vs. Nor. Pac, Ry, 
et a 
June 27—Chicago, Ill.—Examiner Crowley 
* 20640 (and sub Nos. 1 to 3, incl.)—E. ‘. A. Order, Inc., -vs. Penn- 
sylvania et al. (further ee a 
June 27—Argument at Washington @.: 
— “— Sub. 1)—North ainotlonn Cement Corp. vs. B. & O. R. 
et al 
—, (and ie. 1)—Corporation Commission of Oklahoma vs. A. T, 


A 8. 3. et al. 
20830 Kali Aa tg Co. vs. C. R. I. & P. Ry. et al. 


June 28—New York, Y.—Examiner Griffin: 
22103 (and Sub. 1) ‘keibtieiact Corp. vs. B. & A. R. R. et al. 


June 28—Chicago, Ill—Examiner Crowley: 
22251—Wander Co. vs. A. & R. R. R. et al. 


June 28—Dayton, O.—Examiner Gwynn: 
22222—-Refiners’ Oil Co. vs. A. C. & Y. Ry. et al. 
22222 (Sub. 1)—Refiners Sales Co. vs. A. T. & S. F. Ry. et al. 
* = ae 52)—Laporte Independent Oil Co. vs. A. T. & S. F. Ry, 
et a 
June 28—Argument at Washington, D. C.: 
— Club of Faulkton, S. D.. vs. C. M. & St. P, Ry. 
et a 
20699—-Alexander King Stone Co. vs. S I & L. Ry. 
20921—-City of St. Paul vs. C. M. St. P. & P. R. R. et al. 
20731—-Carnation Milk Products Co. vs. C. M St. P. & P. R. R. et al, 


June 28—Dayton, hes aw wg Gwynn 
22206 (and Sub. Nos. 1 to 49, incl. _ on Oil Co. vs. A. T. & SF, 
Ry. et al. 
June 29—San Franciseo, Calif.—Examiner Mohundro: 
22138—Silver Falls Timber Co. vs. McCloud River R. R. et al. 


June 29—Argument at Washington, D. C.: 

* Finance No. 7458—In the matter of application of Bellefonte Cen- 
tral R. R. for authority to issue $200,000 of first mortgage 6 per- 
cent bonds. i 

June 29—New York, N. Y.—Examiner Griffin: 

22147—United Paperboard Co., Inc., D. & H. Co. et al. 


June 29—Chicago, Ill.—Examiner Crowley: 
22075—Standard Oil Co. (Ind.) vs. T. & P. Ry. et al. 


July 1—Harrisburg, Pa.—Examiner Colvin: 
22249—Columbia Malleable Casting Corp. vs. Penna. R. R. et al. 


July 1—New York, N. Y.—Examiner Griffin: 
— Paper Container Assn. et al. vs. A. C. L. R. R. 
et al. 
July i—Kansas City, Mo.—Examiner Harraman: 
|. & S. 3278 (and ist supplemental order)—Grain and related articles 
between points in Kansas, Missouri and Arkansas. 


i= 1—Chicago, Ill.—Examiner Crowley: 
111—New Florence Fire Brick Co. et al. vs. A. & E. R. R. et al. 


July 1—Minneapolis, Minn. iw oe Hagerty: 
21973—Mars, Inc., et al. vs. M. St. & S. S. M. Ry. et al. 
19817—Drake Marble & Tile Co. et 7 vs. Sou. Ry. et al. 


July 1—Atlanta, Ga.—Examiner Binkley: 
21455—D. & S. Tablet Co. vs. N. Y. C. R. R. et al. 


July i—San Francisco, Calif.—Examiner Mohundro: 
22099—Kittle Mfg. Co., Inc., et al. vs. A. T. & S. F. Ry. et al. 


July 1—Monroe, La.—IExaminer Kerwin: 
22046—Coltexo Corp. et al. vs. A. & L. M. Ry. et al. 


July 1—Oklahoma City, Okla.—Examiner Hill: 
22250—M. A. Joy et al. vs. oe. B. Bot at. 


ae | 1—St. Louis, Mo.—Examiner Gwynn 
196 (and Sub. 1 to 5, incl.)—wWill Mayfield College vs. C. & E. lL 
Ry. et al. 
July 1—Wilmington, Del.—Examiner Maidens: 
Eastern Terminal Lumber Co. vs. Penna. R. R. et al. 


~— i—St. Louis, Mo.—Examiner Hosmer: 

i. S. 3292—Cancellation of proportional rate on hay from St. Louis 
sr other Miss. River crossings to Evansville, Ind., when for 
southern points. 

July 4—New York Y.—Examiner Sullivan: 

Finance No. 7308 Jott Application of Penna. R. R., Lessee of 
Pa. Tunnel & Terminal R. R. and Long Island R. R. for a certi- 
ficate of public convenience and necessity authorizing the latter 
company to operate under trackage rights over a portion of the 
Pa. Tunnel and Terminal R. R., including yard and station fa- 
cilities, and for an order under paragraph (4) of Section 3, of 
the interstate commerce act, requiring use of said tracks and 
terminal facilities by Long Island R. 

Finance No. 7353—Application Long Island R. R. for authority to 
abandon a part of its Whitestone Branch. 

July 2—Oklahoma City, Okla.—Examiner Hill: 

* |. & S. 3192—Routing cotton from St. L.-S. F. Ry. points in Okla. 
to southeastern and Carolina territory, also » eastern cities. 

* Fourth Section Application 13578—Filed by St. L.-S. F. Ry. 


July 2—Springfield, S. D.—Board of Railroad Et of S. D.: 
Finance No. 7492— Application Cc. M. St. P. & P. R. R. for authority 
to abandon its line between oepes and Running Water, S. D. 


2 2—Macon, Ga.—Examiner Binkley 
197—T. H. Halliburton & Co. et. = Vs. A. G. 8S. R. R. et al. 
2—Jackson, Miss.—Examiner Kerwin: 
a A (and Sub. 1 and 2)—S. Kemp, Inc., vs. I. C. R. R. et al. 
ae Traffic Bureau, for Beacham Supply Co. vs. Erie 
R. R. et a 
Jul ~ 2—New York, N. Y.—Examiner Griffin: 
57—United States Potters’ Assn. et al. vs. A. C. L. R. R. et al 
July 2—Kansas City, Mo.—Examiner Harraman: 
— Cement Mills Traffic Assn. et al. vs. A. T. & S. F. BY: 
e > 





June 






June 22, 1929 


“AUTOMATIC INFORMATION” 


R It is one thing to look for and “dig out” infor- 
mation—another thing to have it handed to you 
automatically unsolicited—That is what “Watch- 
ing” Service does for our clients. 


Traffic Service Corporation, 
310 Mills Building, 
Washington, D. C. 
Gentlemen: Your “Watching” Service as typi- 
fied by this instance has been splendid and is very 
Ry. much appreciated. As a matter of fact, when you 
had previously automatically advised us, after hav- 
ing responded to our initial request for some in- 
Ry. formation, I was on the point of addressing you, 
but your automatic information rendered this un- 
necessary. I was on the point of doing: the same 


t al. thing last week but was interrupted, so that had 
not your present letter been received I would 
. F probably have been in the dark on this matter 
for a day or two longer until news of the Com- 
mission’s order was noticed in your daily issue— 
and there is always a chance that one will over- 
en- look items of this kind—or until further advised 
per- by_you upon specific request. 


I can certainly compliment your “Watching” 
Service. Very truly yours, 
THE CLEVELAND-CLIFFS IRON CO. 
(Signed) HERBERT KEOPPE, 
Traffic Representative. 


. 
icles 
” “IN CLOSE TOUCH” 
The only way to keep on top of things, so to 
speak, is to know just what is happening in 
your line, and to know it promptly. “Watch- 
ing” Service never sleeps. 
Mr. B. J. Hamm, Manager, 
Traffic Service Corporation, 
BL Mills Building, 
Washington, D. C. 
Dear Sir: 
ails The service which you have rendered us 
1 for under our subscription has been most excellent 
and I would have no hesitancy in recommend- 
e of ing it to anyone whose activities require that 
—_ they keep in close touch with transportation 
: > matters in Washington. 
a, at Yours very truly, 
NEW ORLEANS JOINT 
v? TRAFFIC BUREAU 
a (Signed) CARL GIESSOW, 
. General Manager. 
. D.: 
ority 
gs. D. 


What Some of Our Clients Have to Say 
About Our Service 


“ALERTNESS” 


Not merely one but a half dozen or more 
operatives on the job, all of them alert, is what 
has made “Watching” Service worthwhile. 


Traffic Service Corporation, 
Mills Bldg., 
Washington, D. C. 


Gentlemen: Attention: Mr. B. J. Hamm. 


We are in receipt of confirmation of your 
wire of July 22d, in connection with the tenta- 
tive report of Examiner Fleming in the maca- 
roni case. Wire was duly received on the 22d, 
and we thank you for your usual alertness in 
matters of this sort. 

We wish to take this occasion to again ex- 
press our appreciation of your service. Our 
connection with your organization we find of 
inestimable value to us. 

Yours very truly, 


GORMAN-WHITNEY 
(Signed) L. E. WHITNEY. 


“TARIFF CHANGES” 


-The so-called complete tariff file does not fill 


the need—“Watching” Service does not depend 
on SOME tariffs—it has the COMPLETE file. 


Mr. B. J. Hamm, Manager, 
The Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 


Dear Sir: 

I feel I must say a word in regard to your 
“Watching” Service. We have on file several 
thousand current railroad tariffs but we can- 
not hope to have tariffs showing all in and 
outbound rates at our competitors’ mills. While 
we carefully check the new issues for changes 
of — to us, — 2 A... Dene but t. 
you advise us of an interes change 
rates which we would not hayeiee know of. 


Very truly yours, 
WEST VIRGINIA PULP & 
PAPER COMPANY 
(Signed) C. C. FURGASON, 
Traffic Manager. 





Write us for further information 


sie THE TRAFFIC SERVICE CORPORATION 


Mills Building 








Washington, D. C. 
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July 2—Chicago, Ill—Examiner Crowley: 
23185—Marquette Coal and Mining Co. vs. C. & N. W. Ry. et al. 
July 2—St. Louis, Mo.—Examiner Gwynn: 
Fourth Section Application 13740 of F. A. Leland. 
July 2—Minneapolis, Minn.—Examiner Hagerty: : 
I; & S. No. 3301—Proportional rates on grain products from Illinois 
junctions to points in Central territory. 
July 3—Argument at Washington, D. C.: 
13596—-Pressed Steel Car Co. vs. Director General, as agent, B. & 
O. R. R. et al. 
July 3—Pittsburgh, Pa.—Examiner Colvin: 
21971—_E. L. Hogan vs. B. & O. R. R. et al. 
July 3—New York, N. Y.—Examiner Griffin: 
22165—-National Consumers’ Paper Corp. vs. B. & M. R. R. et al. 
July 3—Jackson, Miss.—Examiner Kerwin: 
22047—Jackson Traffic Bureau for Jackson Fertilizer Co. vs. A. T. 
& S. F. Ry. et al. 
July 3—Cordele, Ga.—Examiner Binkley: 
22113 (and Sub. 1)—South Georgia Traffic Bureau for and on be- 
half of Beechwood Band Mill Co. vs. S. A. L. Ry. et al. 
2212i1—South Georgia Traffic Bureau for and on behalf of Pelham 
Phosphate Co. vs. A. C. L. R. R. et al. 
July 3—Philadelphia, Pa.—Examiner Maidens: 
28230 American Cotton Waste and Linter Exchange et al. vs. B. & 
O. R. R. et al. 


July 3—Kansas City, Mo.—Examiner Harraman: 
22239—-Ash Grove Lime & Portland Cement Co. of Neb. vs. C. & 
N. W. Ry. et al. 
July 3—St. Louis, Mo.—Examiner Gwynn: 
21964—S. Baskowitz & Sons vs. C. C. C. & St. L. Ry. et al. 
July 3—Ft. Worth, Tex.—Examiner Hill: ’ 
1. & S. 3259—Weighing livestock moving between country points in 
Western Trunk Line territory. 
July 3—Argument at Washington, D. C.: - 
* 13535—Consolidated Southwestern Cases and cases joined therewith 
(iron and steel). 
-_ 3—Chicago, Ill—Examiner Crowley: 
114—Whitacre-Greer Fireproofiing Co. vs. A. C. L. R. R. et al. 
July 5—Ft. Worth, Tex.—Examiner Hill: 
1. & S. 3300—Stock cattle from Ia., Mo., Ill., and Minn., to points 
west of Missouri River. 
~-. 5—Jackson, Miss.—Examiner Kerwin: 
45—Jackson Traffic Bureau et al. vs. A. G@. S. R. R. et al. 
22117—Nance & Patrick vs. B. & Ar. R. R. et al. 
July 5—Pittsburgh, Pa.—Examiner Colvin: 
16035—Willson Bros. Lumber Co. et al. vs. Albany Sou. R. R. et al. 
July 5—New York, N. Y.—Examiner Griffin: 
22192—-J. B. Preston Co., Inc., et al. vs. C. C. & O. Ry. et al. 
* 22225—U. S. Mica Mfg. Co. vs. C. C. & O. Ry. et al. 
July 5—Argument at Washington, D. C.: 
21011 (and Sub. 1 and 2)—Department of Public Works of State 
of Wash. vs. Nor. Pac. Ry. et al. 
—_ 5—Seattle, Wash.—Examiner Mohundro: 
155—Lewis Feed & Egg Assn. vs. C. M. St. P. & P. R. R. et al. 
July 5—St. Louis, Mo.—Examiner Gwynn: 
21929—Oehler Bldg. Material & Fuel Co. et al. vs. Southern Ry. et al. 
Jue eee. Ill.—Examiner Crowley: 
11—Cabranette Corp. vs. B. & O. R. R. et al. 
July 5—Philadelphia, Pa.—Examiner Maidens: 
22076—Universal Paper Bag Co. vs. N. & W. Ry. et al. 
July 5—Kansas City, Mo.—Examiner Harraman: 
22201—Berkowitz Envelope Co. vs. A. T. & S. F. Ry. et al. 
July 6—New York, N. Y.—Examiner Griffin: 
41—Barrett Co. vs. W. & L. E. Ry. et al. 
July 6—St. Louis, Mo.—Examiner Gwynn: 
* 1. & S. 3317—Restriction of public team track service at Clifton 
Heights (St. Louis), Mo., on Mo. Pac. R. R. 
6—Jackson, Miss.—Examiner Kerwin: 
189—Jackson Traffic Bureau for Miss. Bedding Co. vs. A. G. S. 
R. R. et al. 
July 6—Philadelphia, Pa.—Examiner Maidens: 
22051—Schofield Bros. vs. A. A. R. R. et al. 
July 8—Pittsburgh, Pa.-—-Examiner Colvin: 
* 1, & §. 3313—Agriculgural Limestone from Gibsonburg, 
Michigan points to destinations in Michigan. 
-_ 8—Washington, D. C.—Examiner Molster: 
in 


ance No. 7562—Application Virginian Ry. for authority to — 
a. 


Jul 


O., and 


its line across Kanawha River at or near Deepwater, W. 


July 8—Newark, N. J.—Examiner Maidens: 
137—Eastern Tanners’ Glue Co. vs. Southern Ry. et al. 


o- &—Jefferson City, Mo.—Public Service Commission of Missouri: 
* Finance No. 7532—Application of Sligo & Eastern R. R. 


July 8—Aberdeen, S. D.—Examiner Hagerty: 
—ae Retail Coal Dealers’ Assn. vs. C. M. & St. P. 
y. et al. 


~*~ 8—Chicago, Ill—Examiner Crowley: 
218—Chapman’s Inde-Penn Oil & Refining Co., a corporation, et al. 
vs. A. T. & S. F. Ry. et al. 


July 8—Kansas City, Mo.—Examiner Harraman: 
22169—W. J. Wilson et al. vs. A. & S. Ry. et al. 


July 8—Pittsburgh, Pa.—Examiner Copenhafer: 
18462—-Line- Haul Absorptions by P. & L. E. R. R. 
July 8—Meridian, Miss.—Examiner Kerwin: 
18062—-Mobile Chamber of Commerce and Business League vs. A. 
& V. Ry. et al. 
July 8—Washington, D. C.—Examiner Trezise: 
22012—Emporia Manufacturing Co. et al. vs. A. & A. R. R. et al. 
July 8—Dallas, Tex.—Examiner Hill: 
22023—Lone Star Gas Co. et al. vs. A. & S. Ry. et al. 


July 8—New York, N. Y.—Examiner Griffin: 
22226—Heller & Merz Co. vs. C. R. R. of N. J. et al. 


July 8—Seattle, Wash.—Examiner Mohundro: 
22164—Southern Pine Assn. vs. A. & W. Ry. et al. (at conclusion of 
ate oo examiner will fix date for further hearing at 

cago). 

21999—West Coast Lumbermen’s Assn. et al. vs. A. C. & Y. Ry. et al. 
22087—California White & Sugar Pine Manufacturers’ Assn. vs. A. C. 
& Y. Ry. et al. (after conclusion of Seattle Hearing Examiner will 
fix date for further hearing at Chicago). 
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22314—California Redwood Association vs. A. C. & Y. Ry. et al. 


July 8—Youngstown, O.—Examiner Colvin: 
22088—Republic Iron & Steel Co. vs. P. & L. E. R. R. et al. 


July 8—Washington, D, C.—Examiner W. H. Smith: 
21869—Evaporated Milk Assn. vs. A. & R. R. R. et al. (adjourn 
hearing) z 
July 8—Washington, D. C.—Examiner Peterson: 
1. & S. 3304—Anthracite coal from mines on Erie R. R. in Pennsy| 
vania to destinations in New Jersey. 
July 8—Tallahassee, Fla.—Examiner Binkley: 
22152—Noonan-Lawrence vs. S. A. L. Ry. et al. 
Fourth Section Application 13779, for A. & St. A. B. Ry. 








July 9—New York, N. Y.—Examiner Griffin: mS 
22248—Deslauriers Column Mould Co. vs. A. C. R. R. et al. : 
July 9—Washington, D. C.—Examiner Curtis: 

22261—Interstate Amiesite Co. et al. vs. A. & R. R. R. et al. 

F. S. App. No. 13731—Filed by Agents Tilford and Streyer In rg 
stone, stone screenings, chert, gravel, sand and slag betwee 
southern points. 

July 9—Kansas City, Mo.—Examiner Harraman: 
22071—Atwood Farmers’ Oil Co, et al. vs. A. T. & S. F. Ry. et q 
July 9—Chicago, fll_—Examiner Crowley: 
22228—Frank Biggio & Son et al. vs. F. E. C. Ry. et al. | 
July 10—Sioux Falls, 8S. D.—Examiner Hagerty: 

1. & S. 3280—Rules for constructing combination rates on livestocy 
to and from points in S. D. 

* 22166—John Schilt Construction Co. vs. C. & N. W. Ry. et al. 
July 10—Orlando, Fla.—Examiner Binkley: 
1. & S. 3274—Vegetables (tomatoes) packed in lug boxes, from 
southern producing points to northern and eastern destinations 
July 10—Cleveland, O.—Examiner Colvin: 
6—International Steel Tie Co. vs. N. Y. C. R. R. et al. 
July 10—Washington, D, C.—Examiner Trezise: 
21593—National Mortar & Supply Co. vs. Penna. R. R. et al. | 
July 10—Chicago, Ill.—Examiner Crowley: @. 


* 22140—Loomis Machine Co. vs. B. & O. R. R. 


COAL REWEIGHING RULES 


The Corn Belt Coal Merchants’ Association, with headquarame ~ 
ters at Des Moines, has prepared for filing with the Commissior 
an attack upon the coal reweighing rules maintained by the 
carriers serving the 3,600 retail coal merchants of its conmy — 
stituency and membership. The complaint is that the rule 
which permit collection of freight charges on precipitation and 
the one per cent tolerance rule are unreasonable, and, in respec 
of coal reweighed at Omaha, and South Omaha, Neb., and Counc 
Bluffs, Ia., cause undue prejudice to the complainants. There i 
no charge for reweighing at those points. 

According to L. C. Smith, secretary of the association, h 
and E. B. Curtis, traffic manager of the Fullerton Lumber Co 
for three years, have been trying to persuade the railroads 
make changes in the rules and because of their lack of succes 
the complaint has been prepared. 

Their first objection is to that part of the rule which pro 
vides that, when there has been reweighing, at the request 0 
the shipper or consignees, and the reweighing shows that th 
actual weight differs from the initial weight by more than th 
total tolerance specified in section 4 of the reweighing rules 
the actual weight determined by reweighing, whether greater 0 
less, shall be protected. The complaint contends that additio 
of weight by precipitation is an act of God and that to charg 
for the added weight is unreasonable. 

Allowance of one per cent tolerance for variation in 
scales, the complaint contends, is unreasonable because th 
United States Bureau of Standards has set, as a reasonal 
figure for variation, two-tenths of one per cent. The effect a 
that rule, the complaint says, is to compel the complainants 
pay for full weight when the variation is less than one per cell 
The complaint said that if the carriers were reasonably to gua 
the coal in transit no such thefts resulting in short weights, 
were the common experience of the complainants making necé 
sary the reweighing service, would exist. 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


























Personal Attention to the reconsigning, tracing or 
expediting of your shipments through the Chicago 
terminal. 


THE WHITNEY COMPANY 


4750 Sheridan Road 
Telephone Longbeach 7115 
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